


No. 8 























Vol. XXVI 





£, F. HAMM, President W. C. TYLER, Secretary-Treasurer 

HENRY A. PALMER, Editor E. C. VAN ARSDEL, Business Manager 
H. W. KELLOGG, Advertising Mana 

B, J. HAMM, Manager, 


er 
A. E. HEISS, Chief, 
Special Service Department, Washington Washington News Bureau 














All subscriptions are payable in advance and renew automatically at end of period unless 
notification to contrary is given. 

All remittances should be made payable to order of THE TRAFFIC SERVICE COR- 
PORATION, Chicago, and should be in Chicago or New York exchange. 








TERMS OF SUBSCRIPTION 


ONE YEAR . . . 2 2 © « a he ae ee ee ee ee Oe $10.00 
re eae ee ee er a! wl es 6.00 
THREE MONTHS ...... ee COR Be ee es. Ba - 3.00 
ok ee Ok eS OS Se Ae EOS we we eR 29 








Colorado Building, 


418-430 South Market Street, 
WASHINGTON, D. C. 


CHICAGO, ILL. 








INCREASED EXPRESS RATES 

In its decision in the express rate case, promulgated 
late in the afternoon of August 13 and printed in full 
elsewhere in this issue, the Commission cut the request 
of the express company in half and yet gave it prac- 
tically all it asked. It did this by providing that the full 
amount of the increase shall accrue to the express com- 
pany instead of half of it going to the railroads. Thus, 
the advance of 25.16 per cent requested was trimmed to 
12.5, except that rates on milk and cream may be 
equalized with the rates contemporaneously applied by 
the railroads between the same points. Where there 
are no competing railroad rates on milk and cream be- 
tween the same points, the express company may in- 
crease its rates 12.5 per cent. No commodities were 
excepted from the increase as requeste®# by shippers. 

The award does not cover the wage increase of $30,- 
000,000 a year recently granted by the Labor Board and 
another rate advance application will have to be made 
to take care of that. 
advances in rates sufficient to augment its gross reve- 
nue by $72,000,000. That sum would have been neces- 
sary to enable it to wipe out its deficit and give it a fair 
return, after paying a little more than half the additional 
gross to the railroads for the privilege of conducting an 
express business on their lines. In round numbers, it 
is unofficially estimated that the advance, as authorized, 
will increase the gross revenue by about $35,000,000. 

“We think the full amount of these increases should 
accrue to the respondent (express company) and we 


The express company asked for 


‘ssume that the other carriers will join respondent in so 
‘ranging, by revision of contracts or agreements, or in 
some other manner,” said the Commission. 

In view of the near approach of the end of the 
guaranty period, the Commission said the express com- 
pany might make the increased rates effective on one 
day’s notice by means of special blanket supplements, 
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which, within ninety days, must be displaced by supple- 
ments issued in regular form. 

The Commission said nothing in the decision was to 
be taken as prejudicing or forecasting the decision in 
either the matter of approval of the proposed new con: 
tract between the express company and the carriers or 
as to the consolidation proceedings. 





ROADS FEEL RESPONSIBILITY 

That the carriers are not only gratified by the ad- 
vance in rates granted them by the recent decision of 
the Interstate Commerce Commission, but that they ap- 
preciate that it is up to them to “make good” with the 
public now that the advance has been granted, is be- 
coming increasingly evident. As an evidence, more or 
less typical, of this, we quote from a letter written by 
the vice-president of one of the large western roads to 
an assistant general freight agent in Chicago: 

“In no other way but through the substantial ad- 
vance in rates could the railroads continue to function 
and as the prosperity of the country, to a very large de- 
gree, is measured by the prosperity of the transporta- 
tion companies and their ability to perform the service 
required, it is most essential that the railroad companies 
secure the increased This 
granted and the action of the Commission is undoubt- 


revenue. has now been 
edly a reflection of the attitude of the people in their 
desire that the railroads be allowed to perform adequate 
service and properly function in their duties towards the 
public. 

“] know you have always and at all times endeav- 
ored to give the public the best possible service and it 
is not in a spirit of criticism that I call your attention 
to the fact that it is now even more essential that the 
very best service possible be given the public in return 
for their confidence in the railroad and to call your at- 
tention to the necessity for at all times secing that the 
public are well served and nothing is overlooked to add 
to their satisfaction with the service performed by this 
railroad. 

“A railroad is more often judged by the shippers 
and patrons by the character of the service given by the 
representatives of the traffic department than through 
any other method, and it is, therefore, most important 
that the traffic representatives so conduct their business 
that no complaint of any kind can justifiably be made.” 

There is nothing remarkable about this letter, but it 
the fact that the rate ad- 
vanees were granted for the purpose of promoting better 


shows a clear appreciation of 
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service and that it is up to the employes of the carriers 
to give that better service and satisfy the shippers. It 
is a distinct—in language, at least—departure from the 
spirit which has been more or less characteristic of the 
carriers recently to pass along the responsibility and not 
worry too much about results. There was some excuse 
for that attitude, but it has now disappeared. 

This from Fairfax Harrison, president of the South- 
ern Railway System, strikes the same note: 

“The tremendous increase of railroad rates author- 
ized by the Interstate Commerce Commission seems to 
complete the cycle of government management of the 
railroad industry. It was necessary to carry the scale 
of expenses set up by the Railroad Administration, but it 
must cause grave concern as to its economic conse- 
quences. 

“It now remains for private management to resume 
the practice of competitive efficiency and_ self-reliant 
initiative which distinguished the American railroads 
during so many years, and to justify the preference of 
the American people for that form of administration by 
making possible not only the success of individual com- 
panies and the prosperity of their loyal employes, but a 
constant and progressive reduction of rates accompanied 
by an enlargement of service to the public such as may 
be traced through the old-fashioned railroad stations. No 
one can expect this to be accomplished over night, con- 
sidering the practical conditions, but a start can be made 
at once. Relying on the co-operation and support of the 
employes, the management of Southern Railway System 
will make the effort.” 

And a letter from President Charles H. Markham to 
shippers who use the Illinois Central is more evidence 
along the same line. He asks patrons of the road to 
make constructive criticisms of the road’s service and 
facilities. The letter admits that the road’s service has 
not been perfect, but adds: 

“We believe that the obstacles in the way of expan- 
sion from this time on have sufficiently cleared to justify 
the statement that the Illinois Central system, in the 
course of a comparatively short time, will have its facili- 
ties restored and enlarged to such an extent that it will 
be able to render you service 100 per cent efficient.” 

The letter urges patrons to attempt to solve their 
difficulties by making complaints direct to the president, 
instead of to the Interstate Commerce Commission, ask- 
ing the Commission for a remedy only as a last resort. 

“There are a lot of little kinks that can be smoothed 
out between us if we work closely together,” the let- 
ter adds. 


CREDIT FOR ADVANCED RATES 

We are printing elsewhere another of Karl K. Gart- 
ner’s interesting and instructive articles on changes 
made by the new transportation law in the act to regu- 
late commerce. Tle. discusses the rate-making section 
of the new law under which the Interstate Commerce 
Commission has recently decided the advanced rate 
case. We commend to students of railroad regulation 
It is not necessary that 


what Mr. Gartner has to say. 
they agree with him in his opinions in order to ap- 


preeiate the foree of what he says or the accuracy of 
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the facts presented. In much that he says with respect 
to this new law we are in accord with him, though je 
believe the best results are to be obtained now py 
ignoring, for practical purposes, the faults of the Jay 
and doing the best we can to operate under it. Its 
faults, however, must be recognized by students of regy- 
latory legislation, and nothing is to be gained hy te- 
fusing to see them. 

We do not agree with Mr. Gartner, however, jy 
what he says as to the probability that, without this 
law or a similar law, the Commission would hay 
granted increases to the carriers approaching, In amount, 
those granted in the recent advanced rate decision. \Ve 
think it requires a great deal of imagination to sce the 
Commission, without the compulsion of law, granting 
the carriers anything like a thirty-five per cent increase 
in freight rates and a twenty per cent increase in pas- 


senger fares. As it was, the Commission had no choice 
and no discretion except in the making of correct 
figures under the law. It was not only relieved of any 
bias or opinion its own members may have had against 
such large increases, but it was relieved of the protests 
of shippers. Congress had acted and that was the end 
of the matter, except as to details. 

\Ve say this in spite of our knowledge that Mr. 
\Vcolley and Mr. Eastman, of the Commission, say 
they reached the same conclusion as the rest of the 
Commission as to the amount of the advance that 
should be granted, but by a different path, it being im- 
possible, in their opinion, to apply the transportation 
law in this respect. Of course, if they really did, inde- 
pendently of the mandate of Congress, reach the con- 
clusion that the carriers should have a six per cent net 
revenue on their valuation, they prove Mr. Gartner's 
theory as far as they themselves are concerned. but 
what they say is not convincing even as to themselves, 
and certainly they do not speak for the rest of the Com- 
mission. We think we shall have to give Congress 
whatever of credit there is in deciding the level of the 
advance to which the carriers were entitled and to the 
Commission merely the credit the good servant should 
have for doing his best to follow the wishes of the 


master. 





ANOTHER EXPRESS INCREASE 


The Traffic World Washington Burcau 


The Commission, August 20, set for hearing in Washington. 
before Examiner Barclay, on August 27, the supplemental appli- 
cation of the American Railway Express Company for an addi- 
tional increase of fifteen per cent in rates to cover the recenl 
wage award of the Railroad Labor Board. The formal applica- 
tion of the company estimates that a fifteen per cent increase 
will bring in $42,883,183 addition revenue, based on the business 
done in 1919. The company estimates that operating expenses 
will be increased $44,258,903 by the Labor Board award. It is 
set forth that the board, in estimating the total of the increased 
wages, did not take into consideration the payment of overtime, 
increased cost of vacations, increases to employes not on the 
payroll in March, 1920, on which the board based its award, and 
the salaries that will have to be increased to bring them uD 
proportionately to wages set up by the board. It is further 
averred that the board did not take into consideration that, 
under decision No. 2, of the board, the express company Will 
have to pay $610,187 in additional wages. 

_ If granted this will make a total increase in express rates 0! 
27.5 per cent. The company estimates that the increase 0! 
12.5 per cent granted will bring in an additional gross revenue 
of approximately $35,000,000. It estimates the wage award al 
from forty to forty-three million. 
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ILLINOIS FREIGHT ADVANCES 


EX PARTE 74 (58 I. C. C., 302-303) 
IN THE MATTER OF THE APPLICATIONS OF CARRIERS IN 
OFFICIAL, SOUTHERN AND WESTERN CLASSIFI- 
CATION TERRITORIES FOR AUTHORITY 
TO INCREASE RATES 
Opinion No. 6296. 


1. Supplementing the original report herein (58 I. C. C., 220), per- 
centage increases authorized upon freight traffic within Llinois 
territory, and between that territory and points in certain other 
territories. 

9, Carriers authorized, in the publication of passenger fares, to 
round out fractions to the next whole cent. 


BY THE COMMISSION: 

Following our original report herein, 58 I. C. C., 220, we were 
asked to indicate specifically the percentages of increase that 
should apply to freight rates, (1) within Illinois territory; (2) 
between points in Illinois territory and points in the eastern 
group, and (3) between points in Illinois territory and points in 
the western group. 

The state of Illinois is so situated that it may be regarded, 
for transportation purposes, as partly within eastern territory 
and partly within western territory. Part of the state is em- 
braced within official classification territory, and on traffic to 
and from the east the rates are usually governed by the official 
classification. On the other hand, some of the principal west- 
ern railroads have their eastern termini within the state of 
Illinois, and on traffic to and from the west it has been the gen- 
eral practice to regard Illinois as being within western terri- 
tory. Joint rates between that state and points west of the 
Mississippi River are governed by western classification. Be- 
cause of these considerations, among others, the carriers have 
deemed it advisable to accord to the state of Illinois a basis of 
rates that partakes in part of the features of the eastern rate 
structure and in part of the features of the western rate struc- 
ture. 

Illinois territory embraces somewhat more than the state 
of Illinois proper, and for the purposes of this report may be 
defined as follows: 


All points in the state of Illinois, also points in Wisconsin on 
and south of the C. M. & St. P. Ry., Milwaukee to Madison, the C. 
& N. W. Ry. Madison to Dodgeville, and on and east of the Illinois 
Central, Dodgeville to the Illinois state line; also points on the west 
bank of the Mississippi River to which joint through rates subject to 
the official classification are now in effect from points in trunk line 
and central territories. 


Upon further consideration of the record in this proceeding, 
we find that in the application of the increases authorized in 
our original report herein points in Ijlinois territory should be 
considered to be within the eastern group for the purpose of 
applying the increases on interstate traffic between points within 
Illinois territory; also on traffic between points in Illinois terri- 
tory on the one hand and points in official classification territory 
east of the Indiana-Illinois state line on the other, and that 
an increase of 40 per cent may be made in such rates; and points 
within said Illinois territory should be treated as being in the 
western group on traffic subjected to joint or single line through 
rates between points in said territory on the one hand and points 
lying within the boundaries of the western group (west or north 
of Illinois territory) on the other, and that an increase of 35 
per cent may be made in such rates. 


Disposition of Fractions in Publishing Passenger Fares 


In our original report we said, in effect, that in computing 
passenger fares the carriers should follow the same rule for the 
disposition of fractions as was approved for the publication of 
freight rates where stated in amounts per 100 pounds or any 
other unit, except as otherwise specifically provided. Our at- 
tention is now called to the fact that it has long been the cus- 
tom of the carriers in constructing passenger fares to round out 
fractions to the next ful] cent. It is our view that the practice 
heretofore observed may be applied in constructing the in- 
creased passenger fares, the surcharges for occupants of sleep- 
ing and parlor cars, and baggage charges, authorized in our 
original report. 

An appropriate order will be entered. 


Supplemental Order No. 1 


Upon further consideration of the record in the above 
entitled proceeding, and for good cause shown: 
_ _it is ordered, that in the application of the increases author- 
ized in the report in this proceeding entered July 29, 1920, points 
in Illinois territory should be considered to be within the east- 
ern group for the purpose of applying the increases on interstate 
traffic between points ‘within Illinois territory; also on traffic 


Decisions of Interstate Commerce Commission 





between points in Illinois territory on the one hand and points 
in officia] classification territory east of the Indiana-Illinois state 
line on the other, and that an increase of 40 per cent may be 
made in such rates; and points within said Illinois territory 
should be treated as being in the western group on traffic sub- 
ject to joint or single line through rates between points in said 
territory on the one hand, and points lying within the boundaries 
of the western group (west or north of Illinois territory) on the 
other, and that an increase of 35 per cent may be made in such 
rates. 

For the purposes of this order Illinois territory is defined 
as consisting of all points in the state of Illinois, also points 
in Wisconsin on and south of the C. M. & St. P. Ry., Milwaukee 
to Madison, the C. & N. W. Ry., Madison to Dodgeville, and on 
and east of the Illinois Central, Dodgeville to the I]linois state 
line; also points on the west bank of the Mississippi River, to 
which joint through rates, subject to the official classification, are 
now in effect from points in trunk line and central territories. 

By the Commission. 


EXPRESS RATES, 1920 
CASE No. 11326 (58 I. C. C., 281-297) 


Submitted July 23, 1920. Opinion No. 6294. 


1. Proposed increased class and commodity express rates, computed 
to represent an average increase of 25.16 per cent of present 
rates, found not justified upon the record, but an increase of 
12.5 per cent of present rates found justified, except that rates 
on milk and cream may be equalized with those contemporane- 
ously applied by the railroad lines between the same points. 

2. No adequate ground disclosed to support the request of shippers 
for the exception of certain commodities from the application of 
increased rates. 

8. A prescription of ‘‘terminal to terminal’’ rates, to appy in the 
absence of pick-up and delivery service, or deductions from the 
published rates where either service is not rendered, not deemed 
warranted by the record. 

4. No warrant found for requiring the establishment of carload com- 
modity rates on rubber tires, inner tubes, or fabric lower than 
the less-than-carload or any-quantity rates, to apply where the 
shippers load and unload. 


CLARK, Chairman: 


This investigation was instituted by us upon our own mo- 
tion, by order entered March 18, 1920, to determine the pro- 
priety and lawfulness of proposed increased class and com- 
modity express rates which the respondent American Railway 
Express Company, by petition filed March 12, 1920, seeks au- 
thority to establish in appropriate tariffs. Copies of respond- 
ent’s petition were transmitted to the several state railroad and 
public utilities commissions and to the principal commercial 
bodies of the country, and hearings have been held at repre- 
sentative points. 

Upon an exhaustive investigation entitled In re Express 
Rates, Practices, Accounts and Revenues, 24 I. C. C., 380, and 
28 I. C. C., 181, we prescribed uniform schedules of interstate 
rates classifications, rules and regulations, effective February 
1, 1914, for the principal express companies then doing busi- 
ness on the railroads of the United States and whose operations 
have beén taken over and are now conducted by the respondent. 
In formulating the schedule of rates a new system was adopted, 
comprising, except as hereinafter noted, an express-terminal 
allowance of 20 cents per shipment, varying neither with 
weight nor with distance, a rail-terminal allowance of 25 cents 
per 100 pounds, varying only with weight, and a rail transporta- 
tion or haulage charge per 100 pounds, varying both with weight 
and distance. The country was divided into five zones, and 
rates were constructed for application therein and between 
zones by 50-mile blocks and by sublocks for short distances. 
The exception above referred to was that in zone 4 the express- 
terminal and rail-terminal allowances were made 25 and 50 
cents, respectively. The resulting rates were lowest in zone 1, 
embracing substantially what is known as Official Classification 
territory in the freight business, and highest in zone 4, em- 
bracing rougly the territory west of a north-and-south line 
through Denver, Colo., and east of California, Oregan and Wash- 
ington. In a report in the same case on rehearing, 35 I. C. C., 3, 
we authorized a transposition of the 20-cent express-terminal 
and the 25-cent rail-terminal allowances, which slightly increased 
the charges on packages weighing less than 100 pounds and 
approximated an increase in gross revenue of 3.86 per cent. 
In Proposed Increase in Express Rates, 50 I. C. C., 385, we 
approved a general increase of 10 per cent in the interstate 
rates. With some modifications, the schedule originally pre- 
scribed and the ensuing increases were approved and made 
effective in most of the states on intrastate business. On Jan- 
uary 1, 1919, by his General Order No. 56, the Director-General 
of Railroads inaugurated increased charges for the purpose of 
securing additional gross revenue from express transportation 
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of $23,679,000. This was effected by making an increase in 
zone 1 and between it and the other zones of three scales on 
the first two classes, an increase in and between the zones 
other than zone 1 of two scales on the first two classes, and 
an increase of 10 cents per 100 pounds on commodity rates. 
Increases in Express Rates, 51 I. C. C., 263. This is estimated 
by respondent to have approximated an increase of 8 per cent. 


Early in the period of federal control of railroads the 
Director-General declined to carry out the separate contracts 
between the railroad and express companies under which 
the business was theretofore conducted; whereupon the re- 
spondent company was incorporated and, by contract with him 
and as his agent, took over on July 1, 1918, the express busi- 
ness on the railroad lines under federal control. The four 
major express companies formerly operating, viz., Adams, Amer- 
ican, Southern, and Wells Fargo & Company, in turn control- 
ling by lease the business and property of the Great Northern, 
Northern and Western express companies, exchanged for re- 
spondent’s capital stock at par the property theretofore used by 
them in the express transportation business, estimated by the 
Director-General to be of the value of approximately $30,000,000 
as of November 30, 1917, together with $3,000,000 in cash for 
working capital. Including additions and betterments not 
charged to operating expenses, made between the latter date 
and July 1, 1918, the authorized issue of capital stock at par 
aggregates $34,642,109.64. On November 18, 1918, the respond- 
ent was brought under federal control, but employed by the 
Director-General as his operating agent by a supplemental con- 
tract, under which, as under the original contract, respondent 
was guaranteed against an operating loss. By section 209 (i) 
of the transportation act, 1920, that guaranty has been extended 
to and including August 31, 1920. In those contracts the pre- 
ceding 10-year average basis of compensation for express privi- 
leges—that is, the amount paid the railroads for providing the 
transportation and certain terminal facilities—was adopted, and 
50.25 per cent of the gross transportation revenues have ac- 
crued for those services and facilities; but as the aggregate 
accruals, less deficit, were, during the period of federal control, 
paid over to the Director-General, respondent was relieved of 
the cost of their apportionment among the transportation lines. 


The petition recites that during the year 1919, with certain 
considerable reserves for payment of loss and damage claims 
and for other items of expense applicable to that period, re- 
spondent operated at a deficit of $22,036,352.13, with prospects 
for an increasing future deficit, making necessary further and 
considerable increases in rates in order that respondent or any 
successor may operate at a profit. This estimate was reduced, 
by revision of the figures before the close of the hearings, to 
$21,819,488.28. The increased class rates which respondent now 
desires to establish, those designed for application within, but 
not between, the several zones being set forth in a schedule 
filed of record, are not formulated with reference to the present 
rates, except that the transposition of the terminal factors is 
retained, but are based upon percentage increases of the original 
components prescribed by use, substantially as follows: An 
increase of 3314 per cent in the combined terminal factors in 
of which 35 cents is to represent the express-terminal and 25 
cents the rail-terminal allowance; and an increase of 75 per 
cent in the rail transportation or haulage charge in zone 1, of 
50 per cent in the other zones, of 60 per cent in the interzone 
haulage charges to and from zone 1, and of 50 per cent in the 
other interzone charges. To this is added an increase of 25 per 
cent in the present commodity rates in zone 1, of 10 per cent 
in the other zones, and of 15 per cent between zones, with the 
exception of rates on milk and cream. Based on the results of 
one day’s operations, June 12, 1919, the average general increase 
over present rates is computed to be 25.16 per cent. On the 
ground that milk and cream are carried in express and railroad 
service in practically the same manner and under the same 
conditions, it is proposed to establish such rates on those com- 
modities as may be applied by the railroads. 

The following revised extract from one of respondent’s ex- 
hibits tabulating the adjusted domestic operations, interstate 
and intrastate, from 1911 to 1919, inclusive, shows the results 
for 1918 and 1919: 

















1918 _ 1919 
CO | ea $250,917,736.05 $285,887,889.38 
Miscellaneous transportation revenue .. 55,145.26 17,516.02 
Charges for transportation ............ 250,972.881.31 285,905, 405.40 
EeTOSE DLIVGESOR, BI. oc iccccssaceseccas 127,069,058.13 143,429,819.72 
Revenue from transportation .......... 123.903,823.18 142,475.585.68 
WRUERCION CRAPHOR occ ciccisswesseess 1,260,946.92 5.191,.713.33 
Total operating revenue ........... 125,164,770.10 147,667,299.01 
(operating eXpenses: 
PEGEMEOMANCE ..cscccsssvces 6,470,439.74 9,699,230.75 
"Traffic a eh es ili 247,488.33 244,611.35 


142.620,595.28 151.448.921.660 


Transportation ..... 
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I ao oa cade cee one aeane aes 5,544,402.24 6,033,739.07 
Total operating expenses ........... 154,882,925.59 167,426,502.77 
Net operating revenue .................. $29,718,155.49  719,759,203.76 
LEMCOMSCEIDIS FOVETAUE ...6..n.ccccccsescvese 74,719.91 45,054.70 
BI IE oo re biickra eee Gacewecenaees 1,716,808.45 2,015, 229.89 
Operating: IMCOME 2.6. ccs dcecdcwias 731,509,683.85 721,819, 488.28 





*Excess value charges, assessed in addition to the transportation 
rates. 7Deficit. 


The figures for 1918 combine the operations of the seven 
old companies for the first six months and of respondent for 
the latter half of the year, while those for 1919 are respondent’s. 
In connection with the tabulation it appears that an allowance 
of $8,863,580.05 made by the government to the four major 
companies in December, 1918, is not included in the figures 
for that year. Its inclusion would reduce the deficit to $22 
646,103.80. It also is explained that the transportation ex- 
penses for 1919 have been reduced $4,000,000, representing the 
estimated accrual in that year’s accounts for loss and damage, 
partially to offset underaccruals during the latter half of 1918 
and thereafter payable. Similar adjustments, in stated amounts, 
were made for the preceding two years. A further exhibit indi- 
cates that if the wage scale in effect at the close of 1919 had 
been in force throughout the year and it had been respondent’s 
duty to apportion the revenues among the transportation lines 
the operating deficit for that year would have been $27,514- 
394.28. 

The exhibit from which the foregoing extract is taken dis- 
closes a deficit in 1914, amounting to $2,415,773.09, with profits 
exceeding $6,000,000 in each of the following two years, and a 
deficit of $5,473,694.78 in 1917. The gross transportation rey- 
enues steadily increased from $123,224,685.91 in 1911, with the 
exception of declines in 1913 and 1914, to $285,905,405.40 in 1919, 
while the total operating expenses increased uninterruptedly 
from $53,056,611.26 to $167,426,502.77 during the same period. 
The ratio of wages to revenue increased from 26.75 per cent 
in 1911 to 35.59 per cent in 1919, and concurrently the ratio of 
the total other expenses to revenue increased from 17.22 to 23.77 
per cent. In both 1918 and 1919 the increases in gross revenues 
were materially lower than the increases in wages and other 
expenses. The most striking recent increases, however, are 
revealed in the item of loss and damage, exhibited by respondent, 
after adjustment of under and over accruals for the last three 
years, as follows: 


Transportation Loss and 


Year. charges. damage. Per cent 
BE 6 ca ccantpeccepancesinc es tenwee Tl $123, 264,760.28 $2,088,926.88 1.6947 
1912. 138,855,319.55 2,591,668.74 1.8665 
1913. 134,238,408.12 3,053,616.44 2. 2748 
1914 132,104,659.87 1, 3 3177 


152,808,634.78 
186,161,145.89 
217,909,920.96 
§ 123,048,631.66 
U 128,128,620.71 
SiGe sas ent wae nsdn gamoanaan 285,905,405.40 


1915 
1916 
17'236.427.36 14.0078 


14,216,960.31 11.0959 
20,576,161.56 7.1968 








*Six months’ periods, ended June 30 and Dec. 31, respectively. 


An exhibit restating the results of the 1919 operations, and 
also as modified by the inclusion of an increase of 25.16 per cent 
in. rates, a computed income tax, and a retroactive application 
of the wage scale in force at the close of the year, is as follows: 


Actual. Modified. | 
Express, domestic ............ Le TTR a $285,887,889.38 $357,817,282.35 
Miscellaneous transportation revenue .. 17,516.02 17,516.02 








Charges for transportation ............. 285,905,405.40 357,834,798.37 
po Bs Ss rrrerer re re 143,429,819.72 179,516,930.55 
Revenue from transportation ........... 142,475,585.68 178,317,867.82 


5,191,713.35 
paca ate 


183,509,581.15 


WRSUMEIOM GCURTHOR 6c ccsiccsvccceseccvcce 5,191,713.33 


Total operating revenue ............ 147,667, 299.01 





Total operating expenses, other than 
commissions, chargeable to domestic 











transportation operations ............ * 155,360,270.57 161,055,176.57 
ON as scm 58s Sov ecolaise 12,066,232.20 15,102,096.22 
Unecilectible revenue .....0.ccccccccsess 45,054.70 45,054.70 
NE pati tial: & Wietpid dis esata ensnce bi miaaeiniwie aie 2,015,229.82 3,206,742.7 
MONE, Sikes asiinsseieskecsseuska 169,486, 787.29 iW 9,409,070.20 
Net operating income ................0. *21,819, 488.28 4,100,510.95 





* Deficit. 


The results exhibited in the right-hand column are based 
upon 1919 as approximating an index for the period commenc- 
ing September 1, 1920, when all the burdens of operation must 
be borne by respondent, and are contingent upon the application 
of the proposed schedules to interstate and intrastate business. 
The additional gross revenue would be $71,929,392.97. The item 
of $161,055,176.57, covering prospective total operating expenses 
other than commissions, includes $5,694,906 as representing the 
application of the above-mentioned wage scale for the entire 
year, together with the estimated cost, $1,500,000, of apportion- 
ing the express privileges in the course of private operation 
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Included in the item of taxes is a computed income tax of $912,- 
221.94, not chargeable to operating expenses but taken into ac- 
count to indicate the final result. At the same time, a further 
adjustment as to Sunday and holiday wage scales, effective in 
February, 1920, is estimated to add $1,900,000 to the pay roll 
for this year. On the other hand, respondent estimates, on the 
strength of the business of the test day, June 12, 1919, that 
proposed changes in certain items of its classification now pend- 
ing in No. 11416, Express Classification, 1920, would, if approved 
in full, afford a further annual gross revenue of $4,488,857.30. 
But this figure is based in part on present rates, and such of 
the classification items as propose increased weights for assess- 
ment of charges would thus far also be affected by rate in- 
creases. By way of offset, since the estimate was made respond- 
ent and interested shippers have agreed upon a material modi- 
fication in the direction of reduction of one such item and 
respondent has withdrawn another, pending further tests of 
average gross shipping weights, from which $600,485.95 of the 
foregoing total was estimated to be derivable. While some of 
the classification items would not be affected by rate changes 
and the volume of business to be affected is more or less specu- 
lative, the ultimate figure, whether to be revised upward or 
downward in some degree, may in turn be offset to a greater 
or less extent by further increasing costs of respondent’s ma- 
terials and supplies. 

Detailed evidence is submitted showing the marked increase 
in prices since 1916 of numerous articles purchased and used 
in the express business and concerning extensive wage read- 
justments and increases in 1918 and 1919. Further wage de- 
mands, estimated to aggregate $73,835,679, now pending before 
the United States Railroad Labor Board, are not taken into ac- 
count in the proposed rate increase. Beyond the matter of addi- 
tional revenue necessary -to afford respondent living profits, the 
witnesses review in some detail the imperative need of ma- 
terially augmented equipment and facilities of various kinds, 
estimated to involve an expenditure upward of $31,000,000, for 
the procurement of which respondent must have _ sufficient 
revenue te establish its credit. 

While there has been little expressed opposition to such 
rate increases aS may be necessary to enable respondent to 
maintain an efficient express service, there has been a very 
general objection to the proposed increase in so far as, by virtue 
of the 50.25 per cent basis of compensation for express privileges, 
it entails the assessment against shippers of practically two dol- 
lars for every dollar of additional revenue required to meet 
respondent’s needs, notwithstanding that the railroad lines have 
asked no further revenue from this source. Further objection 
has been made to an increase predicated in part upon a loss 
and damage account of such magnitude as that disclosed for 
1919. There is also opposition to the schedule for zones 2, 3, 
and 4 on the ground that, because of changed conditions since 
the original schedule was prescribed, the rates proposed for 
application within those zones are relatively too high. Excep- 
tional treatment is asked for certain commodities, later referred 
to. 

As contributing to the growing loss and damage account, 
respondent cites an increase in the average claim payments 
from about $5 in 1915 to $14.20 in 1919, attributed to the in- 
creased cost of the commodities involved; a more zealous prose- 
cution of claims by shippers; the substantial expension of the 
volume of traffic, including much that should move by freight; 
the demoralization of the express service through the loss of 
experienced operatives to more lucrative employment and their 
replacement by less efficient men; insufficint working forces; 
inadequate terminal facilities; and the necessary use of con- 
siderable box-car equipment, with the incidental slower service 
and added difficulties in the matters of stowage and policing. 
Respondent’s manager of its loss and damage department, while 
testifying at length concerning steps taken to better the general 
situation, is without hope of a material reduction in loss and 
damage until suitable car equipment and adequate terminal 
facilities can be procured. The item of “loss” is indicated by 
a classified exhibit of claim payments in 1919 to have constituted 
approximately seven-ninths of the total payments. Some of the 
protestants ascribe its swollen proportions largely to the absence, 
in the case of shipments not valued over $5 per pound, of the 
former man-to-man check from point of origin to destination, 
and generally it is insisted that the 1919 item should not be 
recognized in full in the proposed rate increase. In fairness, 
however, it should be observed that the ascending ratio of loss 
and damage to transportation charges disclosed in the foregoing 
lable is misleading, in that express rates have not increased 
during that period in proportion to the increased cost of the 
commodities lost and damaged. On the other hand, the con- 
trast between the abruptly magnified figures for the war year 1918 
and those for 1919 affords little indication of definite further 
reductions to follow. It is explained for respondent that the 


former man-to-man check gradually became incompatible with 
the dispatch of the steadily increasing volume of traffic; and 
While the installation, July 1, 1920, or as rapidly thereafter as 
practicable, of a new checking system is designed to afford a 
hore complete record of shipments and thus obviate the more 
Serious defects of the present system, it is under trial as an 


TRAFFIC 





WORLD 343 












experiment, the results of which are. conjectural. Jased upon 
an exhibit purporting to show claim payments by respondent 
for 20 months beginning July 1, 1918, a maximum of $13,000,000 
or not to exceed 4 per cent of the revenues is suggested by 
certain protestants as appropriate in determining respondent’s 
needs; but we are unable to reconcile the figures used with those 
submitted by respondent. Nevertheless, although the item is 
in the case; with no evidence of a measurable trend by which a 
definite lower figure may be taken for present purposes, a con- 
sistent bending of every energy and resource toward the elimina- 
tion of avoidable loss and damage should be productive of sub- 
stantial results. 

Representatives of state commissions and shippers in zone 
4 urge that the proposed increase should be applied to the 
several zones in proportion to the operating expenses therein 
and object that disproportionate increases in that zone are pro- 
posed. Shortly prior to the commencement of the hearings they 
called upon respondent to submit figures showing by zones such 
details as the value of its property, mileages operated, revenues 
and operating expenses, volume of business, average lengths of 
haul, tonnage originated in and destined to each zone, number 
and average weights of packages handled intrazone and interzone, 
and stations maintaining pick-up and delivery service. Respondent 
having been unable to furnish most of such data, those protestants 
have submitted exhibits designed to show the inappropriateness of 
a relatively higher scale of rates in zone 4, such as an assumed 
lower ratio of operating expenses to operating revenues therein 
corresponding to contrasted railroad operations in zones 1, 2, 
and 4; comparisons of population of Idaho and Montana, in 
zone 4, with Oregon and Washington in zone 5; and profitable 
operations of the Great Northern and Northern express com- 
panies in Montana from 1914 to 1917, with a deficit for the first 
six months of 1918 only 1 per cent of the total for the seven 
old companies exhibited by respondent. Similarly, the com-. 
mittee appearing for 12 state commissions in zone 3 seeks to 
demonstate that zone 1 is higher in operating costs than the others 
and therefore should yield a greater proportion of such addi- 
tional revenues as.may be required than is proposed. The com- 
parisons are made in respect of the terminal expenses for 1919, 
computed from one of respondent’s exhibits to have been 84.6 per 
cent of the total operating expenses exclusive of express priv- 
ileges. For the month of June, 1919, the average cost of pick-up 
and delivery is determined to have been 20.048 cents per ship- 
ment in zone 1 and 12.309 .cents in the other zones combined. 
One factor of the calculation is derived from respondent’s de- 
tailed statement of the test day in that month, showing 670,801 
shipments, and the results are reached by multiplying that figure 
by the full 30 days in the month and dividing the June expense 
account, apportioned between zone 1 and the combined other 
zones, covering specified facilities and employes used in, and 
upkeep pertaining to, that service exclusively by the similarly 
allocated shipments for the month. The expense account is 
allocated with reference to accounting regions, with the division 
superintendents as the units of apportionment, but the commit- 
tee is unable to make a separation as between zones 2, 3, 4 and 5. 
The shipments on the test day originating in zone 1 having been 
located as to points of origin and destination and the remainder 
having been located as to points of origin in the remaining ter- 
ritory, the computed total shipments for the month are appor- 
tioned on the basis of the points of origin in the manner stated. 
Among other details, it is stated that of the number of ship- 
ments found to have originated in zone 1 on the test day, 29.6 
per cent moved to other zones. The avowed purpose is to show 
merely a relatively higher cost in zone 1 than in the other zones 
as a whole, it being admitted that not all the elements of pick- 
up and delivery are included, and respondent does not concede 
the accuracy of the formule of allocation. Further figures sub- 
mitted purport to show a higher average payment per claim in 
zone 1 than in zone 2 or in zones 3, 4 and 5 combined, the sep- 
aration again being based on points of origin. 

The representative of five Missouri River cities, viz., Kan- 
sas City and St. Joseph, Mo., Atchison, Kan., Sioux City, la., and 
Omaha, Neb., urges that, on the basis of indicated comparative 
traffic density and of operating expenses as above determined, 
rates in zone 3 and from zones 1 and 2 to those cities should be 
on a parity with intra-zone rates in zone 1. 

There is also some evidence tending to show mere favor- 
able conditions in zone 2 than in zone 1, illustrated by opera- 
tions of the Southern Expres Company compared with those ort 
the other old companies for six and a half years immediately 
preceding July 1, 1918. One representative of zone 2 territory 
recommends a horizontal percentage increase of present rates as 
a provisional measure and for such time as may be necessary 
to test the results in actual] experience; otherwise, a complete 
revision to be made. 

A representative of New England shippers urges a fiat in- 
crease of 12.5 per cent of present rates, to be deducted by re- 
spondent before dividing revenues with the railroad lines. 

The foregoing facts and figures concerning relative costs 
would afford but general guides by which to recast the rates, and 
at best the undertaking could be carried little, if any, further 
than a new adjustment as between zone 1 and the other zones 
combined. The record falls far short of the essential data upon 
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which to found a comprehensive and definite revision of rates in 
and between the several zones, and, paraphrasing our comment 
in the original case on rehearing, 35, I. C C., 3, 13, such relief as 
respondent requires should be accorded without awaiting the 
results of a general investigation that necessarily would con- 
sume a considerable period of time. 


By certain of the protestants it is objected (1) that, whereas 
with relation to the original rates the present rates represent a 
descending percentage increase from block to block as the dis- 
tance increases, the proposed rates disclose an ascending per- 
celitage increase over the present rates with increasing distance, 
and (2) that, whereas from eastern points westward to the Mis- 
sissippi River both the present and proposed rates gradually 
decrease per mile, beyond the river they increase per mile as dis- 
tance increases. In the illustration used, with New York, N. Y., 
as the point of origin, the second statement appears to be true 
not only as to the rates up to the Missouri River cities, but to 
Denver, on the western boundary of zone 3, and beyond. This 
situation, probably but one of many, is inherent in the original 
scheme, by reason of the fact that from New York to the Mis- 
sissippi River, 21 blocks, the basic haulage charge descended 
from the maximum of 15 cents to the minimum of 10 cents, and 
across the river the abruptly higher 19-cent minimum of zone 3 
was constantly applicable for 14 blocks, no descending charge 
applying until an aggregate of 35 blocks was passed. The pres- 
ent situation differs only in that the basic haulage charges have 
been increased in the meantime, as hereinbefore described. The 
reverse is true, eastbound passing from higher to lower rated 
territory. Concerning the first objection, a check discloses that 
while, with relation also to the original scales, the proposed re- 
spective intrazone scales represent an ascending percentage in- 
crease from block to block with increasing distance, although with 
gradually diminishing intervals in the successive percentages, 
nevertheless they disclose a gradually descending rate per 
mile. Whereas the indicated ascending rate per mile in zone 
3 in the original, present, and proposed interzone _ scales 
results from the higher and constant haulage charge applicable 
when the zone boundary is crossed, as explained, the cited 
ascending percentage increases in all instances result from the 
proposed application of one percentage to the stationary ter- 
minal factors and another perceneage to the elastic transporta- 
tion factor. For the Missouri River cities it is suggested that 
a correction of the progressive increase per mile in the inter- 
zone rates to conform to general rate-making standards would 
be accomplished by a uniform increase of not to exceed three 
scale numbers per block westward from the zone boundary in 
lieu of the present higher and somewhat irregular rate of pro- 
gression. In this connection it is of interest, as determined by a 
check of the first class freight rates, that from New York to such 
points as Clinton, Cedar Rapids and Cresten, Ia., Sioux City, 
Omaha, Fremont, Neb., and Denver a progressive increase in 
mills per ton-mile appears. In any event, the application of 
a remedy to the situation complained of would also require a 
careful revision of the entire scheme, with compensating up- 
ward and downward readjustments. For such an undertaking 
this record is wholly inadequate, even were there available time. 

Conceding, on the one hand, that the record tends to show 
that there should be a somewhat greater increase in zone 1 than 
elsewhere, over and above that which resulted from the ad- 
vance of three scale numbers on January 1, 1919, and, on the 
other hand, that the proposed greater increase in the basic 
haulage charge in that zone would accomplish something toward 
that end, one substantial objection to the proposed basis would 
be the disproportionate increases in the long-haul rates. What- 
ever may be the precise facts as to relative terminal expenses, 
it is admitted that the short-haul traffic is not proportionately 
as remunerative as it should be. The contemplated increases 
in the long-haul rates would be materially modified by a per- 
centage increase of present rates, as has been urged, although 
such situations as are present in the cited interzone rates from 
lower to higher rated zones would be somewhat magnified. 
Mindful of imperfections in both plans, we are confronted with 
the necessity of reaching a conclusion upon the record made, 
leaving future practical results to determine the occasion for 
further action. 

The resord abundantly establishes respondent’s need of ad- 
ditional revenues to enable it to meet the mounting costs of 
operation and maintain an efficient express service, and the 
question becomes one of appropriate ways and means. Assum- 
ing that the test day was fairly representative of the year’s 
average, although criticized of record as a relatively light day 
of the week, Thursday, in a light month as to certain classes 
of traffic, the additional gross revenues estimated to flow from 
the proposed rates, designed to include the 50.25 per cent ap- 
portionments of express privileges, represent an average in- 
crease of 25.16 per cent of the present rates, respondent’s share 
of which would very closely approximate an average increase 
of 12.5 per cent. We have heretofore commented upon the 
desirability of some revision of the contract bases hitherto ob- 
taining whereby additional revenues needed solely for the ex- 
press service could be obtained without a double assessment 
upon shippers. Increases in Express Rates, supra. We pass 
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over certain evidence submitted by the committee for the state 
commissions in zone 3 embodying a proposed substitute basis 
of compensation and their contention that we have power to 
prescribe it. 

In what we here conclude we are not to be understood as 
governed by the view that an increase in express rates should 
consistently be restricted to the necessities of the express sery- 
ice alone, regardless of the railroad facilities and services de. 
voted to the traffic, but merely that at this time and in the 
circumstances the additional. burdens to be laid upon shippers 
should be kept within bounds as far as possible without sacri- 
ficing the just interests of the respective carriers. These con- 
siderations are emphasized by the pendency of further wage 
demands by respondent’s employes aggregating almost $74,(00- 
000, or more than enough to wipe out entirely the additional 
gross revenues estimated to flow from the proposed increased 
rates, and as the outcome of those demands cannot be antici- 
pated, the matter must be left to be dealt with as the results 
require. 

As before stated, shippers of certain commodities oppose 
the application of the proposed increased rates, principally upon 
the ground that by reason of narrow margins of profit any sub- 
stantially increased transportation costs would restrict the 
movement of the traffic. The particular commodities are bread 
and cake, ice cream, frozen fish, live fish, and laundry. De- 
tailed testimony in amplification of the objections has been 
submitted. The bakers and ice cream manufacturers urge that 
with the restriction of shipments local and less wholesome 
products would replace the output of their specialized plants, 
and for all the foodstuffs the further objection is made that 
the cost of living would be enhanced accordingly. In addition 
to small profits on laundry handled by express the double move- 
ment of the soiled and laundered goods is cited as warranting 
special consideration. To some extent the protests have arisen 
from misconceptions of the degree of the proposed increases. 
At all events the protests are based upon commercial grounds, 
and no sufficient transportation or other compelling reason 
is advanced to persuade us that these articles should not share 
in the increased burdens necessary to be laid upon shippers 
generally. 

A contention pressed from several sources is that in the 
absence of pick-up and delivery service a deduction of some char- 
acter from the rates should be made. One suggestion is, the 
publication of what is denominated in the record “terminal to 
terminal”. rates, Jower than those including pick-up and delivery; 
another is, a deduction or allowance to shippers who perform 
either service, and still another is, the imposition of a penalty for 
respondent’s failure to perform either service. There is also a 
disagreement among shippers as to the appropriate amount of 
such deductions or allowances; by some the substantial equiva- 
lent of the express terminal is urged, while others propose a 
different and arbitrary amount. Stress is laid upon the absence 
of pick-up and delivery service at many points and upon an in- 
adequate service at others. This matter is particularly urged by 
the ice cream shippers, who almost without exception testify 
that they are not accorded a pick-up service; but as uniformly 
it develops that the perishable character of their commodity 
makes it essential that the shipments be taken from the plants 
for forwarding as short a time as possible before departure of 
trains, and therefore that what is required is a special pick-up 
service, applied to the particular requirements of different ship- 
pers. So, also, bread is said more or less generally to receive 
little pick-up service, and shippers of fruit and vegetables on the 
Pacific coast joint in the request for like reasons. In many cases 
returned empty shipping containers also are said not to be ac- 
corded a delivery service. Of the general situation it may be 
said that, apart from the complexities of two sets of rates be- 
tween all points, however, the suggested purpose might be accom- 
plished, express rates are primarily made to include the service 
in all communities large enough to require it, one of the ends 
sought in the increased rates is to buiJd up and accord that 
service adequately at all points where justified by the business, 
and an inevitable result of a dual system of rates would be to 
make it practically optional with shippers to avail themselves 
of the service, at least if not rendered to suit the exigences of 
their traffic, the fluctuating demands for which would easily de- 
feat all possible economies in maintaining the service at different 
points. With our present light on the subject we are not dis- 
posed to prescribe such a system of rates. 


Manufacturers of rubber tires and inner tubes ask for the 
establishment of carload commodity rates, to apply only when 
the articles are loaded and unloaded by the shippers, enough 
lower than the less-than-carload or any-quantity rates to com- 
pensate for the absence of a pick-up and delivery service in such 
cases. Coupled with a showing of the volume of inbound carload 
shipments of fabric and outbound shipments of tires and tubes, 
principally by express because of pressing demands, the opinion 
is expressed that with the restoration of normal freight service 
the carload express business will substantially decline. THIS 
opinion is an echo of the generally voiced criticism that re 
spondent has permitted its express service to be broken down 
by the acceptance of volumes of traffic that should move by 
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freight. As the expressed willingness of one of the principal 
manufacturers to load and unload is conditioned upon the place- 
ment of the cars at its plant, the reduced rates sought would 
make no allowance for the in-and-out switching. The record 
does not warrant a prescription of special carload rates. 

Much has been said in the record concerning the encroach- 
ments upon the express service by what is spoken of as freight 
traffic, although no clear line of demarcation is pointed out. Ad- 
mittedly the service has been subjected to burdens it ought not 
to bear, but here again the views of the shippers are not in har- 
mony. Some recommend a limit of weight per shipment, as 200 
pounds, while others sharply protest against any restriction that 
would prevent emergency shipments by express; for example, 
machinery necessary to avoid the closing down of plants, al- 
though in general properly the subject of transportation by 
freight. A suggestion from one source that such emergencies be 
provided for under a permit system is objected to from another. 
While what have been spoken of as “penalty rates” might tend 
to solve the problem, in this further qarticular the record is de- 
ficient, both as to a basis for their construction and as to classi- 
fications of traffic for their application. 

Upon all the facts of record we find that the proposed 
increased rates have not been justified. If granted as proposed, 
one-half of the additional gross revenue would accrue to the 
carriers over whose lines the respondent operates, and this rec- 
ord is barren of evidence showing need or warrant for augmenta- 
tion of the revenues of carriers other than respondent. 

We further find that an increase in the present rates of 
12.5 per cent has been justified, subject to the exceptions below 
made as to rates on milk and cream. 

We think that the full amount of these increases should 
accrue to respondent and we assume that the other carriers will 
join respondent in so arranging, by revision of contracts or agree- 
ments or in some other manner. 


Under the circumstances no order will be entered, and in 
view of the approach of the end of the guaranty period responu- 
ent will be permitted to make such increased rates effective upon 
not less than one day’s notice in the manner provided by the in- 
terstate commerce act. Its local and joint schedule of first and 
second class rates should be reissued, conformably to the fore- 
going finding, the second-class rates not to exceed 75 per cent 
of the corresponding first-class rates. For the time being re- 
spondent is hereby authorized to file a special blanket supple- 
ment or supplements to its current commodity tariffs to make 
effective the approved increased commodity rates, but within 90 
days after the above effective date, unless otherwise authorized, 
those tariffs shall be reissued. In computing the increased rates 
fractions of Jess than one-half cent shall be discarded and frac- 
tions of one-half cent or more shall be treated as 1 cent, except 
that in computing increased commodity rates which apply per 
pound fractions of a cent may be retained or discarded, but shall 
not be treated in any instances as [ cent. Rates on milk and 
cream may be made equal to those contemporaneously applied 
by the railroad lines between the same points. If there are no 
competing railroad rates between the same points, respondent’s 
rates May be increased 12.5 per cent. 


As soon as may be, the increased rates shall be conformed to 
the requirements of the fourth section of the act, so that, where 
rates are applied by circuitous lines or routes no higher than 
the rates: by direct lines or routes between points common to 
such circuitous and direct lines or routes, higher rates shall not 
apply from or to intermediate points on the circuitous lines or 
routes for distances longer than those of the respective direct 
lines or routes between the common points. 


There is now pending before us an application under section 
5} of the interstate commerce act, requesting authorization for 
acontinuance of the consolidation of the express companies into 
respondent. There has also been submitted to us for approval 
4 proposed new contract to be entered into between respondent 
and carriers over whose lines it oprates. Nothing said herein 
isto be taken as prejudicing or forecasting the decision in either 
of these proceedings. 

This report does not take into consideration the award of 
the United States Railroad Labor Board, handed down as this 
goes to press, awarding increased wages to respondent’s em- 
bloyes, and, as to which, respondent has suggested the neces- 
sity for a further application for increased rates, after study and 
analysis of the award. 

By the Commission. 


RATE ON APPLE JUICE 


The Commission has dismissed the complaint in No. 10627. 
Haarmann Vinegar & Pickle Company vs. Chicago, St. Paul, 
Minneapolis & Omaha et al., opinion No. 6281, 58 I. C. C. 266-7, on 
a finding that a fifth-class rate on apple juice in tank car, 
Shipped October 4, 1918, from Blair, Nebr., to Omaha, Nebr. was 
lot unreasonable. The complainant attacked the fifth-class 
tate of 15 cents per hundred pounds on the ground that it ex- 
ceeded 6 cents, the commodity rate subsequently established. 
The defendants stated that the 6-cent commodity rate was es- 
tablished with the understanding that there would be 50 cars 
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of apple juice moving from Blair to Omaha during the season 
of 1918 but that only two cars moved. 


DEMURRAGE ON LUMBER 


An award of reparation has been ordered by the Commis- 
sion in its disposal of No. 11153, John Halfpenny vs. Philadelphia 
& Reading et al., opinion No. 6292, 58 I. C. C., 268-9, on a finding 
that demurrage charges on a carload of lumber held at Jen- 
ningston, W. Va., were illegally assessed. 

The lumber was loaded at Jenningston, a local point on 
the Central West Virginia & Southern, and a bill of lading was 
signed by defendant’s agent. The destination was Lancaster, 
Pa. On the same day the Western Maryland issued an embargo 
covering lumber shipments and the car was held at Jenningston, 
$45 demurrage accruing thereon. 

The Commission says the record does not show when the 
embargo notice reached Jeningston, and that position of com- 
plainant that the delay, which occurred after constructive ac- 
ceptance of the shipment by the demendant, was due entirely 
to defendant’s temporary inability to perform the transportation 
service covered by the bill of lading contract, was correct. 


ELKHORN CITY COAL SWITCHING RATES 


In a report on I. and S. No. 1173, switching rates on coal 
at Elkhorn City, Ky., opinion No. 6295, 58 I. C. C. 298-301, writ- 
ten by Commissioner Meyer, the Commission held that the 
Chesapeake & Ohio had not justified a proposal to cancel a 
switching charge of $5 a car on coal, loaded in cars furnished 
by the Carolina, Clinchfield & Ohio and destined for road hauls 
in the southeast by the Carolina, Clinchfield & Ohio. The pro- 
posal was made to take effect April 6, but the Commission sus- 
pended the cancellation schedule to September 3. 

The coal in question originates at two mines on the Chesa- 
peake & Ohio near Elkhorn City, the junction point between the 
two railroads. The Chespeake & Ohio sought to cancel the $5 
rate on the ground that its continuance at the two mines would 
constitute a discrimination, because, from a third mine in the 
same vicinity, the charge was made on combination of a road 
haul rate via the Chesapeake & Ohio to the junction of the 
Carolina, Clinchfield & Ohio, plus the local of the last mentioned 
beyond. " 

The Commission concluded that the $5 per car switching 
rate should not have been cancelled from the third mine in that 
group and that discrimination would be removed by restoring 
the $5 rate to the mine that has been paying the local rate 
to the junction at Elkhorn City. The cancellation tariff, now 
under suspension, is to be itself cancelled on or before Sep- 
tember 3. 


HUDSON & MANHATTAN FARES 


In an opinion on I. and S. No. 1172, written by Commis- 
sioner Ford (the first to which his name has been attached) 
covering local fares of the Hudson & Manhattan Railroad Com- 
pany, opinion No. 6293, 58 I. C. C. 270-80, the Commission held 
that the company had not justified its proposal to increase local 
fares from Jersey City and Hoboken to New York city, from 
five cents to the down-town section and 7 cents to the up-town 
section, to a flat charge of eight cents either up or down town. 
The tariff proposing that increase is to be cancelled by August 
31. 

The case has been a dead issue, so far as passengers are 
concerned, since April 18, 1920. On that day, under special per- 
mission from the Commission the tube company raised the 
fare to the down-town section from five to seven cents and from 
seven cents up-town, to ten cents. That special permission was 
given at the time the tariff proposing a flat rate of eight cents 
was suspended. The Commission said, in suspending the tariff 
proposing the increase to a flat eight cents, that the suspension 
was without prejudice to the company putting into effect the 
six and ten cent rates. 

Commissioner Ford’s report is largely a statement of the 
facts tending to show why the company, which operates twenty 
miles of main tracks, seventeen of which are under ground, 
should have more revenue. Its investment is about $51,000,000. 


GRAIN TARIFFS SUSPENDED 


The Trafic World Washington Bureau 


By an order entered August 20 in I. and S. No. 1198, the 
Commission suspended from August 20 to December 18 the pro- 
posed cancellation of proportional rates of 10% and 11% cents 
per 100 pounds on grain to Louisville and Cincinnati, O., re- 
spectively, from St. Louis in instances where such shipments 
do not consist of grain reconsigned on track at St. Louis, when 
the interstate rate from the original point of shipment to St. 
Louis is less than the East St. Louis rate or when stopped at 
elevators or warehouses for transit and handled under rules 
and regulations lawfully on file with the Commission. 
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COCOANUT CAKE AND MEAL 


Dismissal of the complaint is recommended by Examiner J. 
Edgar Smith in a tentative report in No. 11112, Southport Mill, 
Ltd. vs. Illinois Central et al., with a finding that a class B 
rate of 61 cents per hundred pounds charged during the months 
of February, March and April, 1918, on certain carload ship- 
ments of cocoanut cake and meal from Eunice, La., to Peoria, 
lll., was not unreasonable or unduly prejudicial. The com- 
plainant alleged that the class rate was unreasonable, unjust 
and unduly prejudicial to the extent that it exceeded the rate 
of 25 cents contemporaneously in effect on cottonseed cake and 
meal and peanut cake and meal from the point of origin to the 
point of destination. 


RATE ON RAILS,"ETC. 


An award of reparation is recommended by Examiner Har- 
ris Fleming in a tentative report in No. 11429, Birmingham Rail 
& Locomotive Company vs. Southern Railway, on a finding that 
a rate of 28 cents per hundred pounds charged on four carloads 
of rails and railway track material from Charleston, S. C., to 
North Birmingham, Ala., was unreasonable to the extent that it 
exceeded $4.10 per ton of 2240 pounds, a rate which was estab- 
lished subsequent to the time the shipments involved moved. 


ILLEGAL EXPORT STORAGE 


Advice that the Pennsylvania should so revise its rules per- 
taining to storage and lighterage of export freight as to protect 
itself during strike periods that create carrier disability, is 
contained in a tentative report by Examiner J. Edgar Smith, on 
No. 11226, R. A. Cade, Inc., vs. Pennsylvania Railroad Company 
and the Director-General. Smith reported that the _ storage 














charges, in part, assessed on 300 sacks of flour held for export, 
in January, 1919, were illegal because storage was imposed for 
two days after a second order to deliver to a steamer was 
given. The first order was not accepted by the railroad com. 
pany. It was made a day after the strike of lightermen was 
declared. The second was accepted, but delivery. was not im- 
mediately made. Smith said that the storage charges should 
not have been imposed on January 20 and the following day 
because the ship arrived January 15, on which day the Carrier 
accepted the order to deliver “subject to delay,” the delay being 
six days. The examiner said that if the first order had been 
accepted, storage would have stopped January 19 and that the 
ship arrived within the time the first, but not accepted, order 
to deliver to the ship, was running. 

The examiner said that the tariffs in effect gave the: Penn. 
sylvania no right to refuse orders to deliver freight to vessels 
by reason of carrier disability, such as a strike of lightermen. 
He said the Pennsylvania feared that if what they did was 
condemned by the Commission, the way would be left open 
for exporters to avoid storage charges in times of strikes, 
Smith said no order for the future should issue, but that the 
Pennsylvania should revise its rules concerning storage and 
lighterage of export freight in such manner as to protect itself 
during strike periods, citing reconsignment case, 47 I. C. ¢. 
590, 634-36, as his reason for so advising. 


RATES ON STOCK CATTLE 


Examiner Henry B. Armes recommends dismissal of the 
complaint in a tentative report in No. 8291, Miller Brothers vs. 
Atlantic Coast Line Railroad Company et al., on a proposed 
finding that rates on stock cattle from Trenton, Kings Spur, 
Newberry, Old Town, Pinland and Kissimmee, Fla., to Memphis, 
Tenn., between August 9 and 16, 1913, were not unreasonable. 








INTRASTATE RATE ADVANCES 


The Trafic World Washington Bureau 


Counsel for interstate carriers doing business in Illinois, 
joined by A. P. Thom, counsel for the Association of Railway 
Executives, have filed with the Commission a petition asking 
that it require the establishment in Illinois of intrastate freight 
and passenger fares and charges on the same level and basis 
as those authorized by the Commission in Ex Parte 74. The 
proceeding is brought under section 416 of the transportation 
act giving the Commission authority to remove “any undue or 
unreasonable advantage, preference, or prejudice as between 
persons or localities in intrastate commerce on the one hand 
and interstate or foreign commerce on the other hand, or any 
undue, unreasonable or unjust discrimination against interstate 
or foreign commerce, which is hereby forbidden and declared 
to be unlawful.” 

The carriers set forth in their petition that the Commission 
placed a valuation of $18,900,000,000 on the property of the rail- 
roads devoted to public service, but did not separate the 
property devoted to interstate and intrastate transportation. 
They declared that the Commission ‘did not determine and con- 
clude that the increases permitted and directed should apply 
only to interstate transportation, but that it was determined 
that the increases, applied both to intrastate and interstate 
traffic, would permit the carriers to earn six per cent on the 
value of their property. 


“If they are not permitted to increase intrastate freight 
and passenger rates in Illinois in the amounts permitted by 
the Commission, the railroads in the group in which Illinois is 
situated will fail to earn the amount of net income provided 
in the transportation act,” the carriers aver. 


The action of the Illinois commission in authorizing an 
increase of 334% per cent in freight rates and denying any in- 
crease in passenger fares because of the Illinois law, is re- 
viewed by the petitioners, with the comment that the increase 
allowed is substantially less than that permitted by the Com- 
mission in interstate rates. If the order of the state commis- 
sion is applied, it is averred, the result will be an unreasonable 
discrimination against interstate traffic and undue and unrea- 
sonable advantage, preference, or prejudice as between persons 
and localities on intrastate commerce within Illinois, on the 
one hand, and interstate and foreign commerce, on the other. 

The petitioners ask an order declaring discriminatory, un- 
just, and unlawful any rate or rates required to be applied by 
any state authority to the transportation of freight and pas- 
sengers within the state of Illinois less than provided by the 
Commission in Ex Parte 74, and prohibiting preference and 
discrimination by requiring the establishment of intrastate 


freight and passenger rates and fares within Illinois on the same 
level and basis as authorized in Ex Parte 74, and, if the Com- 
mission deems it proper, prescribing the rates, fares, and 
charges thereafter to be charged on intrastate traffic in Illinois. 

Prompt action by the Commission is urged, because the 
carriers say they will be forced to collect these “illegal and 
discriminatory charges” unless they get relief. 

John E. Benton, solicitor for the National Association of 
Railway and Utilities Commissioners, under date of August 14, 
issued the following memorandum to state commissions setting 
forth reports made to him to the status of proceedings invclv- 
ing applications of the railroads to increase intrastate rates: 


“On the 9th instant I inquired of each state commission as 
to the status of proceedings before it to advance intrastate 
rates. Sufficient time has not elapsed to permit the receipt 
of replies from all commissions, but a considerable number 
have been received, and from these and other sources of in- 
formation I make the following summary statement concern- 
ing such proceedings in the states indicated. I expect to re 
ceive information from other commissions shortly, and will 
incorporate the same in a later bulletin. 

“There is naturally a great deal of interest on the part of 
commissioners called upon te act in these rate proceedings 10 
learn the final decisions of other commissions than their own. 
I accordingly hope that each commission will promtply advise 
me as to its final decision, so that I can distribute information 
to all commissions by bulletin. 


Status of Intrastate Advanced Rate Proceedings 


“California. Hearings in progress. Consideration being ex- 
pedited in every way. Commission has declined to receive 
evidence as to particular rates, which are held matters for ad- 
justment after the Commission makes its order, if a percent 
age increase is granted. A final decision is expected at al 
early date. 

“Georgia. The Commission has called a conference for 
August 17 in reference to procedure and action to be taken by 
the Commission on the proposed advance, at which carriers, 
the public, and commissioners of neighboring states have been 
invited to be present. 

“Idaho. Hearings to begin August 19. 

“Illinois. On August 11 the Commission authorized intra- 
state freight rates to be increased 33144 per cent and excess 
baggage rates 20 per cent, effective September 1, but de nied 
all passenger fare increases under state two-cent fare !aW. 
(The foregoing facts are obtained from the press.) 

“Indiana. Hearing to begin August 28. ; 

“Iowa. Understood hearing has been completed; also that 
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August 21, 1920 THE 


Commission has indicated doubt of its authority to authorize 
increase in statutory passenger rates. 

“Louisiana. Commission is now considering carriers’ ap- 
plications for advances in intrastate freight and passenger 
yates, fares and charges, and will probably render a decision 
on the applications in the near future. 

“Maryland. On August 12 the Commission entered an or- 
der in part as follows: ‘Whereas, The Interstate Commerce 
Commission after full investigation and exhaustive hearing 
and argument by counsel having on the 29th day of July, 1920, 
filed its report and entered its order in Docket No. Ex Parte 
74 authorizing and permitting carriers * * * to increase the 
freight rates and passenger fares of said carriers on interstate 
traffic in the amounts set forth in said Commission’s report 
and order, * * * it is, therefore ordered: 'That permission be 
and is hereby given to all common carriers * * * to file and 
publish upen not less than five days’ notice to the Commission 
and the public, tariffs or supplements, either particular or 
blanket, applying the same percentage increases in all Mary- 
land intrastate class and commodity freight rates, miscellaneous 
transportation charges, passenger fares, excess baggage rates, 
Pullman car charges, and milk rates, to the same exient and 
under the same conditons as authorized by the Interstate 
Commerce Commission upon interstate traffic by its report and 
order aforesaid.’ 

“Michigan. Under Michigan law rates become effective 
on ten days’ notice, unless suspended. Carriers have filed 
tariffs, effective August 26, making the same percentage in- 
crease in freight and passenger rates as have been allowed 
by the I. C. C. These will not be suspended by the Commis- 
sion, but are subject to later investigation upon complaint or 
on motion of the. Commission. 


“Minnesota. Understood hearing is in progress. 
“Mississippi. Hearing to begin August 26. 
“Moniana. Commission has approved carriers’ application 


to the extent of proposed increases in rates on intrastate 
freight traffic and for switching and special services, but is 
understood not to nave acted yet on proposed passenger fare 
increases. 

“Nevada. Hearing to begin August 16. It is understood 
that Commission has tentatively indicated indisposition to ad- 
vance passenger fares now on the basis of 4 cents or more, 
also that Nevada law does not permit Commission to authorize 
horizontal increases in freight rates, but requires it to pre- 
scribe rates fixed on the basis of reasonableness to the public 
as well as of fair return to carriers. 

“New Hampshire. August 11 the Commission made an 
order in part as follows: ‘It appearing that the conditions 
now existing which called for and necessitated an advance in 
interstate rates, apply equally to intrastate rates in New 
Hampshire, and hence, that it just and equitable that the 
said advances in rates be filed effective simultaneously upon 
interstate and intrastate traffic, it is ordered, that said peti- 
tioners be and hereby are authorized to file effective on less 
than statutory notice not less than five days after filing, sup- 
plementary tariffs applicable upon intrastate traffic in New 
Hampshire in form and of effect as provided for and permitted 
upon interstate traffic under Interstate Commerce Commission 
Special Permission No. 50340, issued August 5, 1920.’ 


“New Jersey. The law of New Jersey does not require 
railroad rates to be approved by the Commission before they 
become effective, but does give the Commission authority to 
suspend proposed new rates pending investigation of justice 
and reasonableness. The Commission has called a conference 
for August 17 for consideration of proposed intrastate rate 
increases, at which carriers and the public will be represented. 


“New Mexico. Hearing to begin August 17. Commission 
understood to have indicated tentatively disposition to author- 
ze freight increases corresponding to those authorized by 
IC. C.; also like corresponding passenger fare increases where 
fates not now in excess of 3 cents, but not where rates do ex- 
ceed 3 cents. 


_ “New York (Second District). Hearing to begin August 17. 
New York has a 3-cent passenger fare law applicable on nearly 
all lines except the New York Central between Albany and 
Buffalo, where a 2-cent rate is prescribed. It has also a 2-cent 
mileage law. On June 15, 1920, the commission made an order 
requiring the New York Central to restore the 2-cent rate be- 
tween Albany and Buffalo, effective September 1. The carrier 
relused, and the commission began mandamus proceedings in 
the state court. The carrier sought an injunction in the United 
States court. The injunction was refused and later the writ 
o! mandamus sought by the commission was also refused. 
Copies of the opinions of the two courts have been before sent 
to all commissions. 

“North Dakota. Hearing in progress. Commisison under- 
Stood to have indicated doubt that it has authority to increase 
tates prescribed by statute. 


“Ohio. Hearing to begin August 16. Ohio has a 3-cent 


Passenger fare law, and a serious question to be presented at 
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the hearing is whether the commission has authority to grant 
an increase beyond that rate. 

“Oregon. Commission has under consideration permitting 
carriers to file tariffs on ten days’ notice, subject to attack or 
suspension after hearing to begin August 16. 

“Pennsylvania. On August 10 the commission entered an 
order in essential part as follows: ‘It appearing that after a 
thorough and exhaustive hearing and investigation of the neces- 
sity for an advance in rates for transportation by the steam 
railroads subject to the jurisdiction of the Interstate Commerce 
Commission, as evidenced by a copy of the entire record of 
such hearing and investigation filed with this Commission, the 
Interstate Commerce Commission has found and determined that 
the existing rates should be increased on a general percentage 
basis fixed by it, and become effective on five days’ notice to 
the public. * * * It is ordered, That carriers by railroad 
in the state of Pennsylvania be * * * permitted to file spe- 
cial supplements to their existing tariffs, * * * making in- 
creases therein not exceeding the percentage of increase on 
existing rates, fares and charges fixed by the Interstate Com- 
merce Commission, such increases to become effective on five 
days’ notice. * * * This permission does not preclude the 
determination of complaints that may be filed against such rates 
and charges which shall be subject to investigation and cor- 
rection.’ 

“Rhode Island. On June 2, 1920, the commission issued 
an order: ‘That permission be * * * granted * * * to 
put into effect without the statutory *notice* tariffs covering 
*intrastate traffic under whatever conditions the Interstate 
Commerce Commission may authorize for interstate traffic in 
*Bx Parte 74, without prejudice to the right of the commission 
to inquire into the reasonableness of any rates advanced thereby, 
and to take such action as may be advisable under the law, said 
tariffs to become effective upon one day’s notice.’ 

“South Dakota. Hearing in progress. 

“Virginia. Hearing to begin August 16. Virginia law re 
quires not less than ten days’ notice after commission approves 
a rate schedule before it may become effective. The commis 
sion is understood to be disposed to approve increases corre- 
sponding to those allowed on interstate traffic by the Interstate 
Commerce Commission in Ex Parte 74. 

“West Virginia. The commission on August 10 graited car- 
riers authority to increase:class and commodity rates 40 per 
cent, following the order of the Interstate Commerce Commis- 
sion, effective August 26, after five days’ notice. West Virginia 
has a 2-cent fare law and its effect after September 1 is under 
consideration. A further hearing will be held September 15 
as to passenger rates, Pullman charges, excess baggage and 
milk rates. Pending final decision, such rates now in force will 
continue in effect. 

“Wisconsin. Hearings ended August 9. Decision of com- 
mission expected daily. Wisconsin has a 2-cent passenger fare 
law.” 

After the above report had been prepared, Mr. Benton re- 
ceived letters from the Minnesota and Iowa commissions. The 
Minnesota commission reported it would begin hearings August 
16 on the applications of class A roads and that it was re- 
ceiving applications from short lines which it would pass on 
later. As to passenger fares, it reported that it had no author- 
ity to authorize increases because passenger rates were gov- 
erned by statute. Iowa has held a preliminary hearing and 
was to hold another hearing August 17, the Commission re- 
ported, for the purpose of “finally approving new schedules.” 
The latter, it is understood, refers to freight rates. The Florida 
commission was to begin hearings August 18. 

The Wisconsin state commission has authorized the carriers 
to increase intrastate freight rates 35 per cent, but has taken no 
action on passenger fares, because it holds that it lacks juris- 
diction by reason of the state law fixing passenger fares ac- 
cording. This was the report received August 16, by solicitor 
Benton, of the National Association of Railway and Utilities 
Commissioners. Action was deferred as to sleeping car charges. 

The Kansas commission reported that it would begin hear- 
ings September 14. 

Tennessee reported that it had taken the applications for 
increases under advisement. : 

The Nebraska commission had a hearing August 3, but has 
not yet made a decision. 


SERVICE ORDERS, INTRASTATE 


The Trafic World Washington Bureau 


The suggestion of the Metropolitan Paving Brick Company 
(see Traffic World, August 14) that the service orders of the 
Commission overstep the jurisdiction of the federal regulating 
body, because they cover traffic that is not within the scope 
of the interstate commerce law, it is believed, will open up 
the subject to its farthest extent. The shippers of brick, sand, 
gravel, lumber and other road and house building materials 
have indicated that they believed themselves unjustly treated 
when the orders in behalf of coal were put out. 

State commissions, according to reports that have been 
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coming to Washington, have been inclined to believe that the 
federal body should have been more liberal in the matter of 
allowing cars for the transportation of road and house building 
materials. Many municipal and state officials have criticized 
the Interstate Commerce Commission on account of the un- 
compromising attitude of the federal body toward the suggestion 
that the building material men should have more cars. The 
supposition, therefore, is that when the subject comes before 
state bodies, they will take the position that they have juris- 
diction to distribute cars when the shipper applies for equip- 
ment to carry tonnage from one part of a state to another part 
of the state. : 

The Ohio commission scheduled a hearing on the subject 
for August 13, and E. E. Williamson, one of the attorneys for 
the Metropolitan Paving Brick Company, appeared before that 
body in behalf of the proposition that it has the power to 
require carriers to set cars for carrying state traffic, regardless 
of what the Interstate Commerce Commission has said about 
the preference that shall be given to cars for coal loading. 

In several phases the subject is novel. In a physical sense, 
a car is always in cone state or another. It is always subject 
to the judicial process of one state or another. The query, 
therefore, is as to whether a car is not always subject to the 
commission of one state or another, and never subject to the 
Interstate Commerce Commission except when actually loaded 
and en route to a destination outside the state of the origin 
of the traffic. Congress has the power to regulate commerce 
between the states. For administrative purposes the Commis- 
sion has all the power of Congress, but it is suggested that 
the ordering of cars to mines is not regulation in the sense of 
preventing interference with commerce between the states. 
That is the most obvious of the novel phases. Until the 
passage of the transportation act the evils at which Congress 
was aiming were the imposition of rates by states so low that 
the carriers, in obeying state orders, were compelled to dis- 
criminate against the commerce of other states, and the im- 
position of such high rates on interstate commerce that they 
were unreasonable. Under the new law Congress, in a broad 
sense of the words, undertook to promote commerce. It said the 
carriers should have rates high enough to give them six per 
cent. It said the distribution of cars, as between carriers, 
should be in the hands of the Commission. It placed no limi- 
tations on the language. The Commission, according to Attor- 
neys James and Williamson, has not placed limitations on the 
language employed to accomplish the distribution of cars and 
carriers have made the distribution as if the states had no 
power whatever over the distribution of cars, for state business. 

The question draws attention to the fact that there are 
no cars on any railroad specifically set aside for state or inter- 
state business. It also draws attention to the fact that in the 
matter of rules for the distribution of box cars for grain load- 
ing the Commission has recognized the right of Nebraska to 
make- rules that are unlike the rules in other states. By im- 
plication, it is argued, the Commission, before the enactment 
of the amended interstate commerce law, recognized the power 
of the state over the distribution of cars. 

A natural query, it is believed, is as to whether the Com- 
mission, in issuing the car service orders that have been at- 
tacked, gave thought to the question as to the possible conflict 
between state and federal orders for the distribution of cars. 
The language of the orders does not give any indication of 
thought on the subject. The James and Williamson suggestion 
will compel thought on the subject. It is taken as indicating 
that if they do not obtain relief from the Commission itself, 
they will go into some court to make a judicial test of the 
question. 


INTERPRETATION OF RATE DECISION 


The Trafic World Washington Burcau 


The Commission’s ruling as to Illinois territory (printed 
elsewhere) is the first big interpretation given by the Commission 
of any important part of its decision in Ex Parte No. 74. Prior 
to that, Chief Examiner La Roe and Traffic Director Hardie, as 
a committee to act for the Commission on points that were not 
in hot dispute, disposed of some things that looked like minor 
questions—as, for instance, they told passenger tariff men that 
where, in the literal application of the rule for disposing of frac- 
tions, a fare would be stated in a sum ending with % cent, they 
might state the fare as being the next higher whole number. 

The ruling in respect of Illinois territory, in a general way, 
follows the practice of carriers. That is to say, on eastbound 
business from Ijlinois territory they have treated Illinois as 
being a part of Official Classification and on westbound they have 
treated it as being part of Western Classification. Under the 


ruling they will have to make the hitherto general practice the 
invariable rule, until otherwise permitted. 

At the time this was written the grain.men were trying to 
have the rates on grain, published to be August 26, in accord- 
ance with the Commission’s suggestion that “carriers and ship- 
pers should unite in recommending that this equalization (of 
markets) be continued because of the keenly competitive situa- 
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tion of the various markets, and of the lines of railway serving 
such markets. * * * We find that the grain rates into anq 
out of these markets may be increased by the general percent. 
ages herein approved, with the understanding that the carriers 
will, within thirty days after the service of this report, file tariffs 
restoring the equalization through the grain markets now ep. 
joying that basis.” 

The report was served on July 31. That meant that the raj). 
roads were expected, by August 30, to file tariffs, generally tak. 
ing the percentages of advances allowed, but not taking the fy) 
percentage through markets that are now equalized. At the 
time the report was served the general idea was that the ag. 
vanced rates would be made operative on September 1. The 
railroads, however, decided that they would make them effective 
August 26. Therefore, it is possible that for the days between 
August 26 and August 30, grain rates may be increased the full 
percentages. 

But if the full percentage is taken, the query arises as to 
what the Commission will do about the matter if, by August 30, 
the railroads do not file new tariffs restoring the equalization, 
which would mean, unless special permission were given, reduc. 
tion from the rates made by taking the full percentage increases, 
The Commission’s language on that point is specific. It is: “We 
find that the grain rates into and out of these markets may be 
increased by the percentages herein approved, with the under. 
standing that the carriers will, within thirty days after the serv. 
ice of this report, file tariffs restoring the equalization through 
the grain markets now enjoying that basis.” 


Strict application of that language, if the rates were to 
be made operative on September 1, as expected at the time the 
report was served, would have made it impossible for the car. 
riers to take the full percentage increases on grain rates apply- 
ing to and from equalized markets, which, of course, means the 
principal markets, and the only ones that are represented in 
proceedings before the Commission, by traffic managers and 
commerce attorneys. Therefore, that part of the Commission's 
decision was regarded as a limitation on the carriers in the 
making of rates on grain and grain products, which made it im- 
possible for them to take the full percentage advances on grain. 

J. S. Brown, representing Chicago grain interests, and C. J. 
Austin, speaking for New York grain interests, discussed the re- 
shipping rate phase of the subject with Chairman Clark Aug. 13. 
The reshipping rates, for more than two years, have been in an 
inflamed state, particularly because of the disruption caused by 
the Railroad Administration when, in 1918, it put Chicago ona 
lower basis than Duluth to Buffalo, and since the big boat lines 
on the great lakes and the raijroads have made their rates so 
that the through charges have become higher, rail-lake-and-rail, 
than the all-rail. Governor Harding of Iowa, in the conference 
on the supply of grain cars for loading in the middle west ana 
northwest, August 9, complained about that situation and urged a 
reduction in the factor from Buffalo to New York. 


At the time this was written there was no indication how 
the Commission would dispose of the question that has been 
raised in connection with grain rates by reason of the deter- 
mination of the carriers to make the higher rates operative on 
August 26 instead of September 1. 


ADVANCES TO AND FROM CANADA 


The Trafic World Washington Bureau 


Word was received by Alfred P. Thom, general counsel of 
the Association of Railway Executives, August 14, that the Board 
of Railway Commissioners of Canada had approved the appli- 
cation of the carriers of the United States for permission to 
increase joint rates on traffic moving into Canada on the same 
basis as authorized by the Interstate Commerce Commission. 
The action of the Canadian commission also applies to joint 
rates on traffic moving into the United States from Canada. 

Coal and coke were excepted from the order, application for 
increases on those commodities being reserved for the judgment 
of the Canadian railway board in connection with the applica 
tion of the Canadian carriers for increased rates in Canada. 
Tariffs in accordance with the decision of the board may be 
published and filed to become effective on or after August 26 
upon not less than five days’ notice, under the ruling. 

The Canadian carriers, according to the word sent Mr. Thom, 
propose such tariffs in both directions be made effective August 
26. This is the date on which the carriers in the United States 
plan to make effective the increases authorized by the Inter 
state Commerce Commission. 


PROPOSED EXPENDITURES BY ROADS 


The Trafic World Washington Bureau 


The expenditure of $762,256,108 for additions and better- 
ments and new equipment in 1920 had been authorized or was 
proposed by 122 class I railroads before the Commission an- 
nounced its decision in the advanced rate case. This amount 
was compiled from replies made in response to a telegram sent 
out by the Association of Railway Executives. The information 
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nas been submitted to the Commission for use in making loans 
from the $300,000,000 revolving fund. 

The summary published below was compiled from reports 
made up to July 1. A compilation of replies received up to 
April 5 showed a total of approximately $700,000,000. In the 
summary the replies from 54 eastern, 19 southern, and 49 west- 
ern roads are represented. In some instances the items set 
forth in the summary represent specific authorizations and in 
others the estimates of railroad officials of their minimum re- 
quirements. It is regarded as probable that the amounts pro- 
posed will be increased as the result of the rate decision. Some 
of the roads made their estimates contingent upon their re- 
ceiving loans from the $300,000,000 fund. 

The summary of authorized and proposed capital expendi- 
tures for 1920 follows: 


Item. 
Pe rr rr eT 
Additional yard tracks and sidings 
Signals and interlocking PlaNts..........0ccccccsscevces 
TT PP POR TCE TE CE TO CEO 
Station are statin LACUIICS... «oon co.e 0.010 :0.0:0:6:2)0:919:0:5.0:0:9:0:0'0:0010:010 90:0 
Eee EO BO eS eS ere rere rer rr rey errr ee 
All Gtiier PORE IMOTOVETICTIES. ..o.o.oc.c ccc ccccccccccesceccecccessecceic 
Road expenditures not itemized............ ccc ccccccccccccccccccs 
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8. Locomotives 
ee Rr rr ee rer eer re Tee ee 
i NE vc oitanccindeees oc cicalie's sind eie eo 2Se'eb sen bouts cuees 6 vine 
ee Rr ren ete ne er errr Te re 
eS yO eS ee rere Pere rrr rrr rer 
13. Passenger coaches ....... Pee eee eee 
144. Other passenger train equipment ...........cccccccccccccccccscece 
15. All other equipment—new ...........---ee cece e cece eee eeeeeneee 
16. Improvements to existing equipment............e eee cere eee eeee 

Equipment expenditures, not itemized............ cee eeeeeeeeeeeeee 


eee ee ee ee ee 


I, I, on ooo hoteinecs cates owiarnsenccneeses alesse weaee 
Expenditures not separated between road and equipment......... 
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Eastern district. 
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Assuming that in the remainder of July and August it 
would pay out $30,000,000 more on the rent account (more than 
a liberal allowance in view of the payment of only a little more 
than $30,000,000 in two whole months), the payment of unpaid 
rent or “just compensation” will be $555,000,000. 

The guaranty from March 1 to September 1 was to be fig- 
ured, for all railroadS accepting it, in the same way that the 
just compensation was figured. Not all railroads, however, 
were under federal control. Nor have all railroads accepted the 
guaranty, the Southern being the most notable of those not 
accepting. 

The guaranty as to the roads that were under control, for 
the six month period, will amount to $450,000,000. It is esti- 
mated that for the payment of the guaranty to roads that were 
not under control, $25,000,000 will be needed. In other words, 


Southern district. Western district. United States. 


,857,669 $1,493,850 $11,661,253 $23,012,772 
»252,029 3,791,112 15,440,110 42,483,251 
3,897,696 316,944 2,553,116 6,767,755 
21,979,435 5,207,055 16,668,918 43,855,408 
4,377,089 2,345,635 9,725,26 16,447,990 
3,099,844 512,322 2,763,916 6,376,082 
62,101,761 13,821,133 77,542,929 153,465,823 
$128,865,523 $27,488,051 $136,355,508 $292, 409,082 
$ 46,041,564 $11,511,045 $48,063,557 $105,616,166 
42,165,896 5,962,071 49,131,633 97,259,600 
40,508,475 3,956,175 21,672,500 66,137,150 
4,995,000 4,762,500 15,130,000 24,887,500 
5,616,401 2,089,836 15,567,318 273,555 
24,979,475 3,267,606 7,532,765 35,779,846 
7,318,120 1,699,746 5,378,061 14,395,927 
3,409,769 682,851 8,259,689 12,352,309 
25,204,347 2,009,991 17,663,435 44,877,773 
600,000 7,723,000 1,237,000 6,560,000 
$200,839,047 $43,664,821 $189,635,958 $434,139,826 
Sa =—~—SsS~«w aw = tit(‘«‘é SS gL 35,707,200 


$365,111,770 $71,152,872 $325,991,466 $762,256,108 





EFFECT OF RATES ON PRICES 


“Lack of transportation is the principal hindrance to better 
and larger distribution,” says A. W. Douglas, chairman of the 
committee on statistics and standards of the Chamber of Com- 
merce of the United States in his monthly bulletin on crop and 
business conditions under date of August 14. He predicts that 
somewhat lower prices of foodstuffs will result from the bumper 
crops in all parts of the United States. 

“This operates to maintain and even advance prices be- 
cause of the comparative scarcity thus caused,” Mr. Douglas 
says, referring to the lack of transportation. “Railroad rate 
advances point the way to an ultimate solution, but, at the best, 
it seems a long story. Unless experience be misleading, the 
new purchasing power of the railroads will be a strong factor 
in maintaining both prices and the volume of business.” 


GOVERNMENT DEBT TO RAILROADS 


The Trafic World Washington Bureau 


At least $900,000,000, it is believed, will be owing to the 
railroads by the government on September 1, when the common 
carriers by railroad will be thrown on their own resources, 
with no greater privilege at the treasury than that of borrowing 
money from the revolving loan fund created by Congress. Of that 
sum about $555,000,000 will be due on account of compensation 
for the use of the property of the railroads under federal con- 
trol. The rest will be due under the guaranty which, accord- 
ing to the statute, was to continue, at the rate of the “just 
compensation” supposed to be paid during federal control, for 
six months from March 1, 1920. 

The amount of the government’s debt is more likely to be 
greater than less than $900,000,000. The question as to how 
much the government owes the railroads is complicated by 
the question of under or over maintenance during federal con- 
trol. That is to say, for years to come, the government, as 
the tenant, will be arguing with the railroads, as the landlord, 
as to whether it spent more in keeping up the property during 
federal control than the average the railroads themselves spent 
during the test period, which furnishes the yardstick, or whether 
it spent less. 


For the purposes of this estimate, the items of over and 
under maintenance will be regarded as offsetting each other. 
in the end the difference, it is believed, will not be large enough 
to make a material change in the essential figurs. 

For the purposes of easy calculation the annual compensation 
of the railroads under federal control was always estimated, by 
Director-General Hines, to be $75,000,000 a month, or $900,000,000 
a year. For the twenty-six months of federal control, there- 
fore, the amount the government promised to pay, as rent, was 
$1,950,000,000. To July 21 the Railrod Administration has paid 
out $1,365,870,037.32. In June it paid out $13,558,350 on that 
account and in July $16,788,419.03. 


the guaranty to them was at the rate of an annual compensation 
of $50,000,000. On that assumption, the sum guaranteed to the 
railroads for the transition period from March to September 
would be $475,000,000. 

In the first five months of. the guaranty period the govern- 
ment made advances to necessitous roads, amounting to $100,- 
000,000, or at the rate of $20,000,000 a month. Assuming that, in 
August, the advances will be $25,000,000, or soemthing more 
than the average monthly disbursement on that account, the 
sum due, after September 1, under the guaranty, will be $350,- 
000,000. 

The two sums, $555,000,000 and $350,000,000, as representing 
the sum due from the tenant to the landlord, total $905,000,000, 
or $5,000,000 more than the sum set forth in the initial paragraph 
as the amount of the government’s liability, as a tenant, to 
the railroads as the landlord. That sum may be disregarded 
as an insignificant fraction in the transactions that will take 
place between the government and the railroads. 

There is an impression, more or less general among sub- 
ordinate railroad officials and men whose line of work brings 
them into contact with the Interstate Commerce Commission 
and the Railroad Administration, that there will be an unusual 
scarcity of money, so far as the tills of the railroads are con- 
cerned. It appears to have been created by the fact known to 
practically everybody, that the Railroad Administration, on ac- 
count of the question of under and over maintenance, did not 
pay the railroads at the rate of $75,000,000 a month for the use 
of their property. It never has paid a dollar except to keep 
up the ordinary dividends, interest and taxes, except in cases 
where there was no question of maintenance. 

In handling that question the government has proceeded 
on the assumption that when there is a question of that kind 
it is good rule to hold what may be the other fellow’s money 
rather than allow him to hold its money. 


Instead of an unusual scarcity of money in the tills for the 
payment of current bills, including wages, there is more likely 
to be a period of comparative flushness. The higher rates will 
go into effect on August 26. For six days before the end of 
the guaranty period the receipts of the carriers, in theory, will 
be considerably augmented. As a matter of fact, collections 
for those six days will probably be much smaller than in the 
six days prior thereto. The reason for the smaller collections 
is obvious. Every man who must ship or travel about the end 
of August will try to get his shipment or journey started before 
August 26 so as to obtain the benefit of the old rates. There- 
fore, the receipts for the six days prior to August 26 are likely 
to be larger than the six days immediately thereafter. 

But, soon after September 1, there is likely to be an ascend- 
ing curve of receipts. Inasmuch as the big shippers have 
ninety-six hours of credit. the money due on freight that may 
be started on August 26, for short hauls, will not begin arriving 
at the tills until just before September 1. Each day thereafter 
should be showing an increase. 
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All the money on freight moving prior to September 1 will 
belong to the government, but if it does not arrive until the 
end of August or the first day or two in September it will be 
physically impossible for the government to obtain it at once. 

After September 1 it will be possible for the railroads to 
do a little of that business of holding the “other fellow’s 
money” which has been the rule of the government up to this 
time, as before indicated in regard to the rent or “just com- 
pensation.” There is an “open account” between the govern- 
ment and the railroads, but the railroads will be the receivers 
of the money arising from the higher rates. In theory, the 
higher rates will yield money enough to enable the railroads 
to pay their operating expenses henceforward and lay aside 
enough to pay 6 per cent on the aggregate value of the property 
devoted to transportation. 

In round figures the gross revenue of the railroads amounts 
to $14,300,000 a day. If the new rates bring in an average of 
only 25 per cent more the gross revenue will be in the neigh- 
borhood of $17,870,000 a day. Such an increase, it is believed, 
will give the railroads, after September 1, more dollars for 
immediate use than they have had for many months, hence the 
thought that, instead of an unusual scarcity, there may be a 
few days of flushness. 


PANAMA CANAL TRAFFIC 


(The Panama Canal Record). 

During the fiscal year from July 1, 1919, to June 30, 1920, 
the volume of traffic passing through the Panama Canal ex- 
ceeded that in any previous 12-month period. A total of 2,478 
commercial ships made the transit, as compared with 2,025 in 
the fiscal year ending June 30, 1919, 2,130 in the fiscal year 1918, 
and 2,134 in the calendar year 1919. 

The number of commercial ships passing through the canal 
in the fiscal year 1920 was about two-fifths above the average 
traffic for the period of canal operation. It was approximately 
one-sixth greater than the number of ships in the previous 
record year (1918) and one-fifth greater than the number in 
the fiscal year 1919. 

Of the 2,478 commercial ships making the transit in the 
past fiscal year, 1,180 were bound from the Atlantic to the 
Pacific and 1,298 from the Pacific to the Atlantic. 

The aggregate net tonnage of the commercial ships passing 
through the canal in the fiscal year 1920 was 8,545,653 tons, 
according to the Panama Canal rules of measurement. Of this, 
1,168,873 tons went from the Atlantic to the Pacific and 4,376,- 
780 tons from the Pacific to the Atlantic. In the fiscal year 
1919 the aggregate was 6,131,575 net tons. 

The cargo carried through the canal by the commercial 
ships in the fiscal year 1920 totaled 9,374,499 tons of 2,240 
pounds. Of these, 4,092,516 tons were bound from the Atlantic 
to the Pacific, and 5,281,983 tons from the Pacific to the Atlantic. 
The aggregate cargo in the preceding fiscal year, carried by 
commercial ships, was 6,877,649 tons. 

In addition to the traffic of commercial ships, 266 vessels 
passed through the canal in the service of the United States 
government, without the payment of tolls. These were prac- 
tically all army and navy vessels. They carried a total of 
365.898 tons of cargo. 

In revenues and in earnings in excess of expenses of op- 
eration and maintenance, new records were, likewise, estab- 
lished during the fiscal year. The summation of charges has 
not been completed in detail, but the figures indicate aggregate 
revenues approximating $8,800,000 during the year. Expenses 
of operation and maintenance, including a proportion of over- 
head, in which are the expenses of civil government, hospitals, 
quarantine and sanitation, the executive department, the ac- 
counting department, the Washington office, the operation and 
repairs of storehouses and quarters, lighting of streets, opera- 
tion of water and sewer systems, and roads, etc., total about 
$6,650,000. This indicates an excess of about $2,150,000. 

No profit has been made in a commercial sense, since there 
is no consideration here of interest charges on the investment 
or of the depreciation of the plant. 

The previous record for a year for revenues was made in 
the fiscal year 1918, in an amount of $6,411,843.28. In that year 
the excess of revenues over expenses amounted to $491,500.34, 
being greater than in any fiscal year prior to the fiscal year 
1920. 

In the fiscal year 1919 revenues amounted to $6,354,016.98, 
and the earnings above the cost of maintenance and operation 
were $241,922.21. 

To the beginning of the fiscal year 1920 the excess of ex- 
penses over revenues had made a deficit in the account amount- 
ing to $4,618,990.75. This deficit will be decreased to about 
$2,500,000 by the earnings in the fiscal year ending June 30, 
1920. 

Tolls constituted about 96 per cent of the revenues. 





Other 


items are licenses and taxes, court fees and fines (about $150,- 
000), and profits on the business operations of the canal ad- 
juncts. 


The latter item amounts to about $200,000 for the fiscal 
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year 1920, and is on operations in which the expenditures were 
over $14,000,000. 


SHIP SALES POLICY 


The Traffic World Washington PB ureay 


The new ship sales policy of the U. S. Shipping Board was 
announced August 16. Under the terms of the sales plan of the 
board 30 per cent of the purchase price of a vessel must be 
paid within two years from the date of sale and the remaining 
70 per cent in semi-annual payments over a period of 10 years, 
deferred payments to carry 5 per cent interest. Description of 
the ships which the board offers for sale will be given on appli. 
cation, it was announced. The board’s statement on the subject 
follows: 

“The Congress of the United States has enacted and the 
President has approved, under date of June 5, 1920, the new 
merchant marine act. 

“Under the provisions of this act the Shipping Board js 
charged with the duty of adopting and executing a ship sales 
policy that will in fact establish the merchant marine of the 
United States upon a sound operating and financial basis. 

“Pursuant to this duty the Shipping Board, after a careful 
survey of the current operating revenue, costs of operation, com- 
petitive conditions now existing and which will exist, financia] 
and the general economic situation, offers to the public the fol- 
lowing plan of ship sales: 


ce per cent of the purchase price in cash upon delivery of the 
vessel; 

5 per cent in 6 months thereafter; 

5 per cent in 12 months thereafter; 

5 per cent in 18 months thereafter; 

5 per cent in 24 months thereafter; 

The balance of 70 per cent in equal semi-annual installments ove: 
a period of ten years; deferred payments to carry interest at the rate 
of 5 per cent per annum. 


“All revenues derived from operations are to be deposited 
in a controlled or supervised account and the installments above 
provided for, except initial payment, may be paid therefrom. 

“The purchaser shall be permitted to take from such pro- 
ceeds of operation, after the current installments are paid, not 
exceeding fifteen (15) per centum upon paid-up installments, as 
a dividend upon such investment to be distributed to stockhold- 
ers of the purchasing corporations as it (the corporation) shall 
determine. 

“Upon payment of fifty (50) per centum of the purchase 
price the buyer is to execute a preferred mortgage to the board 
and thereafter the operation of the vessel is released from the 
supervision and control of the board, except as to maintaining 
berth and route. 

“The foregoing terms of sale are applicable only to new 
steel tonnage. 

“The board has established as minimum prices those there- 
inafter set forth. 

“The board will entertain bids on the various types, sizes 
and classes of vessels hereinafter described, after same have 
been properly advertised and appraised, as is provided the price 
offered shall not be lower than the said minimum price. The 
board at all times reserves the right to reject any and all bids. 

Types and Classes of Vessels With Minimum Prices. 


Per D.W.T. 
Coal Oii 
‘ ; Burners Burners 
Vessels built on Great Lakes for ocean service........ $160 $170 
Submarine Boat Corporation Type, 5350................ 160 170 
American International S. B. Corporation type 7800 
SO oe ee rr ere ree eee 175 185 
Skinner & Eddy Type, 8800 D. W. Tons............... 175 185 
Skinner & Eddy Type 9600,10076 D. W. Tons and all 
other vessels over 10,000 D. W. Tons excepting 
combination cargo and passenger vessels, oil 
tankers, and refrigerator vessels ...........-..e-- 175 185 


“The foregoing prices shall be subject to a deduction for 
depreciation at the rate of six (6) per centum per annum for 
the second year of the vessel’s age, and five (5) per centum for 
every year thereafter to date of purchase, depreciation to be 
allowed for whole months only, and up to the estimated date 
of delivery. 

“In every case the board will insist upon full and satisfac- 
tory evidence of the financial ability of the buyer to carry out 
his contract and meet his financial obligations as they become 
due. Proof as to the nationality of the purchaser in compliance 
with merchant marine act, 1920, will also be insisted upon. 

“Upon application the board will furnish the names, tonnage 
and general specifications of the vessels for sale.” 


HOG ISLAND AND SHIPS FOR SALE 
The Shipping Board will receive bids September 1 on apP- 
proximately twelve hundred steel ships, under the terms of its 
sales policy. Bids also will be received to be opened Sep- 
tember 21 on the Hog Island shipyard. 


To the man who must know more quickly, The 
Daily Traffic World fills the bill. 





Aug 


ae 


Edit 


“exp 
attol 
not 
pani 
if th 
tion 


state 
coun 
clain 
clain 
Ada! 
corre 
no a 
in 01 


take 
actio 


Editc 


apply 
auth 
State 
large 
car I 


Edito 
T 
The 
write 
day i 
servic 
Vy 
I sho 
recip! 
excus 
ments 
I 
this ; 
tionec 
that t 
C 
tion, | 
eight 
load ¢ 
A 
alrivi 
or an 
C 
June 
movin 
them. 
A 
30 da: 
Cc 
tance 
A 
from - 
. = 
riers 
The q 
Servic 
ing al 
am in 
shippe 
Wa] 














vere 


Was 
the 


ling 
ars, 
1 of 
»pli- 
ject 


the 
1eW 


l is 
ales 
the 


oful 
om- 
cial 
fol- 


the 


vel 


‘ate 


ted 
DVe 


1'0- 
not 

as 
y1d- 
all 


ase 
ard 
the 
ing 


ew 


for 
for 
for 


Ate 


ac- 
ut 
me 
ice 


Ap- 
its 
op 








August 21, 1920 THE 


TRAFFIC WORLD 


The Open Forum 


ae 
ty 
~— 





A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


—we, 


EXPRESS COMPANY CLAIM POLICY 


Editor The Traffic World: 

In your issue of August 14 there is an article entitled 
“express company consolidaticn” in which C. W. Stockton, 
attorney for the Adams Express Company, states that it should 
not be harshly condemned and that the charge that the com- 
panies endeavored to “stall” shippers by promise of settlement 
if they would refrain from suing “is absolutely without founda- 
tion in fact.” 

Now we don’t understand why Mr. Stockton makes such a 
statement, as we believe there must be shippers all over the 
country like ourselves who have been unable to collect just 
claims. We believe that Mr. Stockton has paid just one small 
claim out of all of those which were turned over to him by 
Adams claim agents in our territory. He has not denied the 
correctness of any of these other claims and has simply taken 
no action. We have had a gentleman call on him in New York 
in our behalf and still we can get no satisfaction. 

We believe that the Interstate Commerce Commission should 
take action to force the Adams Express Company to take proper 
action on shippers’ claims. 





The Cornwell Company, 
H. A. Cartwright, Traffic Mer. 
Saginaw, Mich., Aug. 18, 1920. 


INCREASE IN PER DIEM RATE 


Editor The Traffic World: 

Would not this be an opportune time for the carriers to 
apply the Commission’s interterritorial increase of 3314 per cent 
authorized in Ex Parte 74, to the now existing per diem rate? 
Statesmen and economists say our transportation condition is 
largely psychological. This might have the effect of stimulating 
car movement. 

St. Louis, Mo., 


DELAY BY CARRIERS 


Editor The Traffic World: 

The article appearing on page 311 of the August 14 issue of 
The Traffic World has been read with much interest by the 
writer and I agree with Mr. Dellinger where he states that the 
day is coming when the shipper will not stand for this kind of 
service and the tactics practiced by the carriers. 

We sure do want reciprocal demurrage, but do the carriers? 
{ should say not. If you want to start an argument mention 
reciprocal demurrage to them and they will offer all kinds of 
excuses why they should not be taxed for holding your ship- 
ments in transit. 

I wish to cite a few cases of the kind of service offered in 

this section of the country. In one of these shipments men- 
tioned the carrier’s claim agent had “brass” enough to claim 
that the shipment made reasonable dispatch. 
Car of sand billed from point of origin to point of destina- 
tion, 115 miles distance, was held at billing point by the carrier 
eight days before forwarding and they tell you you must un- 
load open-top cars in 24 hours or pay demurrage. 

_Another car billed out December 10 traveled 142 miles, 
alriving at junction point December 18, or eight days in transit, 
or an average of less than one-half mile an hour. 

Car of lumber held in a railroad yard from April 7 until 
June 1 and request was made to railroad officials to get car 
— without any success, only securing fair promises from 
them 

Also a car of coal moving distance of 180 miles, which took 
30 days in transit. 

Car of lumber held from July 13 to July 27, moving a dis- 
tance of 65 miles. 

_ «Another car moving a distance of 88 miles was in transit 
trom August 3 to August 11. 

These are cnly a few cases of the kind of service the car- 
riers are offering and are asking for increased freight rates. 
The question is, are the carriers going to give the public better 
Service after they secure the increased revenue or are they go- 
ing along with the same “I should worry” attitude? I, for one, 
am in favor of reciprocal demurrage and the majority of the 
shippers will support any measure to put it through, for it surely 


Aug. 14, 1920. Eugene McAuliffe. 





Sa poor rule that doesn’t work both ways. 





I should like to know how some of the readers of this valu- 
able paper feel regarding this matter. 
Central Wisconsin Supply Company, 
B. T. Bailey, Traffic Manager. 


Beaver Dam, Wis., Aug. 16, 1920. 


WHAT’S WRONG WITH EXPRESS 
SERVICE 


(By Frank E. Williamson, Traffic Commissioner, 
of Commerce). 

What is wrong with our express service? An investiga- 
tion reveals many causes for poor service. To anyboly inspect-: 
ing the average express depot today, the first impression gained 
is that the American Railway Express Company is really do- 
ing a freight business. Boxes, bales, barrels, bundles of iron 
and steel, crates, castings, casks, heavy automobile parts, ma- 
chinery—even automatic pianos too bulky to load into any- 
thing but a box car—and every conceivable commodity, are 
strewn everywhere in apparently the utmost disorder and con- 
fusion. The preponderance of box cars over express cars at 
the express terminal further confirms the first impression that 
a freight business is being done. 

The second impression received as a more careful inspection 
is made of the mass of freighi, is that many shipments have 
burst through their containers and are lost or damaged, the 
result of improper packing. 

Why are shippers making so great a use of the express 
service for their less than carload shipments? Why does it 
take nearly as long for shipments made by express to reach 
destination as when shipped by freight? Why are there so 
many delays, so many claims, so much trouble and annoyance 
these days that shippers and receivers are in dispair of ever 
having efficient service again? 

The whole question of express service is closely linked 
with that of freight transportation and our railroad situation, 
As we all know, our railroads are in deplorable shape. What- 
ever the causes, there is an inadequate car supply and a lack 
of motive power which should be overcome, however, by the 
recent allotment made the carriers by the Interstate Commerce 
Commission under the transportation act of 1920. For several 
years past the carriers have been unable to handle the traffic 
offered to them, which gave rise to the intensified use of em- 
bargoes. At first the issuance of embargoes was merely an 
emergency measure, a last resort, but lately it has become 
quite universal—so much so in fact that today embargoes are 
issued upon the slightest pretext, it would seem. Shippers shut 
off from the use of freight service, naturally turned to the only 
opening left to move their commodities and routed their ship- 
ments via express. This great influx of freight congested the 
express company’s facilities to handle it and conditions be- 
came so bad some time ago that an embargo was placed by 
the express company which placed the maximum weight of an 
express shipment at 200 pounds unless carload lots were offered. 

From an investigation of the whole express situation, it is 
clear that no one particular factor can be designated as the 
sole cause for the present conditions. As above stated, ship- 
pers began to use express service to move their less than car- 
load shipments primarily because they were unable to move 
them by freight owing to embargoes which the railroads placed. 
With a great many of them it became habitual to route their 
shipments via express even after many embargoes affecting 
them had been removed. They believed that even were the 
freight embargoes removed, a faster service could be secured 
via express. The express company, glutted with freight and 
unable to furnish the facilities to handle it expeditiously fell 
behind, until today, generally speaking, express service is hut 
little better than freight service in point of dispatch. Box cars, 
which are largely used by the express company, are noi de- 
signed to withstand fast train movement; schedules, therefore, 
are cut down and the express service approximates freight 
service. There is no incentive for the railroads to remove 
embargoes which force shippers to utilize the express service, 
or to care whether shippers use freight service or not, as more 
than half of the express revenue goes to the rail carriers. In 
fact more revenue accrues to the railroads when shippers use 
express service, as the rail lines are put to no expense what- 
soever in handling the shipments. 

The point for shippers to bear in mind, however, is that 
when complaining of the deficiencies of the express company, 


Buffalo Chamber 
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they should not overlook the fact that they themselves are 
largely to blame. They are not getting a preferred service 
under present conditions, although they are paying rates from 
two to four times higher than freight rates, dependent upon 
the commodity. Any disinterested person visiting the average 
express depot cannot fail to be impressed with the fact that 
three-quarters of the shipments he sees are shipments which 
ordinarily should move via freight. The express company in 
placing the maximum weight of an express shipment at 200 
pounds failed to overcome the situation very much because in 
the majority of cases the shipments were simply split up into 
200 pound lots. If the average shipper using express service 
knew that the shipment upon which he is paying ¢xpress rates 
moved in the same type of box car that the shipment would 
have moved had it been sent by freight, he probably would be 
up in arms. 

Turning to the rolling stock used by the express company, 
we again come back to the railroad situation. There is a lack 
of express cars, so ordinary box cars must be used instead. 
Thus we have the spectacle of an express company doing an 
ordinary freight business in ordinary railroad box cars—but 
at express rates. It should not be inferred that the express 
company uses box cars entirely, for such is not the case. 
However, a large part of express matter is handled in this 
class of equipment. Any criticism of the equipment used by 
the express company is met with the answer upon the part of 
the officials that they are using what they can get. Box cars 
are loaded with express today that would have been dismantled 
for scrap a few years back. Not only are ordinary box cars 
used, but refrigerator cars and even horse cars have been 
mobilized. Apparently no relief in the car situation can be 
looked for until the railroads can build new express or bag- 
gage cars. 

Any comments upon the express situation would not be 
complete without a word upon the methods of packing ship- 
ments employed by many shippers. To one not familiar with 
the condition in which so many shipments are tendered, a sur- 
vey of any express depot is a revelation. At tke larger ter- 
minals, in fact, a department for repairing damaged containers 
is maintained. It is inconceivable why any firm will manufac- 
ture articles of value and then ship them in containers which 
will not hold together in transit. The fact remains, however, 
that they do. It is noticeable that the larger firms with well 
organized shipping departments are seldom offenders in this 
respect. While it is true that the express employes are to 
blame for accepting shipments improperly packed, nevertheless 
they are accepted every day and shippers, therefore, should see 
to it that their packages are packed in proper containers, and 
that the rules and regulations of the classification are fully 
complied with. Despite assurances to the contrary, it should 
be borne in mind that express cars are in many instances 
packed in a careless manner. Heavy shipments in wood or 
metal boxes are thrown upon fibre-board boxes or fall upon 
them when the train is in motion and soon make a wreck of 
the weaker case. When the shipments are unloaded, in a 
majority of cases, the freight is thrown upon a pile pell mell 
by careless employes with obvious results. Then comes the 
weary exchange of correspondence and annoyance of collect- 
ing a claim for the damaged goods. 

Investigation also shows that in the loading of messenger 
cars, in some cases, due to improper loading, the car 
space is not fully utilized resulting in an uneconomical use of 
equipment. This is a matter which should be investigated by 
the express company with a view of conserving equipment and 
at the same time furnishing space for the loading of urgent 
shipments which are now often refused. 

As a means of relieving to some extent the present un- 
satisfactory express service, shippers are urged to utilize the 
freight service for strictly freight business, wherever possible. 
This will not only aid in restoring express service but it will 
at the same time decrease the transportation cost to the ship- 
per from 100 to 300 per cent and shipments will receive prac- 
tically the same dispatch. This will then enable shippers re- 
quiring quick service really to obtain an express service. 


VALLEY TERMINAL LEASE 


The Trafic World Washington Bureau 


The Commission, in a report (Finance Docket No. 1) by 
Division 4 (Meyer, Daniels and Eastman) has approved a lease, 
for a period of two years from March 1, 1920, to the St. Louis 
Southwestern Railway Company of all the property now owned 
or hereafter acquired by the Valley Terminal Railway Company. 
A provision in the lease for indefinite continuance thereof until 
terminated by agreement of the parties in writing was disap- 
proved. 

Application for approval of the lease under paragraph 2 of 
Section 5 of the interstate commerce act was made by the two 
railroad companies. The Commission was also asked to pass on 
the question of whether it was necessary that the carriers obtain 
its approval of the lease. 

The Valley Terminal was incorporated July 24, 1913, for the 
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purpose of acquiring necessary land and constructing yards, ter. 
minals and facilities for the St. Louis Southwestern, otherwise 
known as the Cotton Belt, at East St. Louis, Ill. Its capital stock 
is held by the Cotton Belt. The Commission says that appar. 
ently the reason for the organization of a separate corporation 
was that the property of the Cotton Belt was covered by four 
mortgages, each of which contained a provision making its terms 
apply to property thereafter acquired by that road. The purpose 
of the lease was to avoid the inconvenience and expense of maip. 
taining a separate operating force for the Valley Terminal, the 
Commission said. 

Discussing the application of the law to the questions jp. 
volved, the Commission said: 

“Paragraph (1) of section 5 deals with the pooling of freight 
and the division of aggregate or net earnings of such carriers 
under the circumstances there described; paragraph (2) deals 
with the acquisition by a carrier engaged in interstate commerce 
of the control of another such carrier ‘either under a lease or by 
the purchase of stock or in any other manner not involving the 
consolidation of such carriers into a single system for ownership 
and operation’ and by paragraph (6) it is made lawful for two or 
more carriers ‘to consolidate their properties or any part thereof, 
into one corporation for the ownership, management and opera- 
tion of the properties theretofore in separate ownership, man- 
agement and operation’ under the conditions there prescribed. 
Paragraph (8) relieves the carriers affected by any order made 
under the preceding paragraphs of the section from the opera- 
tion of the ‘anti-trust laws’ in so far as may be necessary to en- 
able them to do anything authorized or required by any order 
made under and pursuant to such provisions. 


“It seems evident that Congress had in mind a complete 
scheme of regulation of contracts or other arrangements whereby 
one common carrier subject to the act might secure control of 
another such carrier, either by consolidation into one corporation, 
or in some manner not involving such consolidation, or whereby 
they might enter into an agreement for the pooling of freight or 
earnings with a competing railroad. In other words, Congress 
intended to permit unified operation, even if involving the elimi- 
nation of competition, where this would be in the public interest, 
and provided for a modification of the anti-trust laws to the ex- 
tent necessary to effect this purpose, stating certain prerequisites, 
and imposed upon us the duty of determining, after hearing, 
whether or not the conditions of the section have been or will be 
fulfilled and the proposed arrangement is in the public interest. 
Without now passing on the question as to whether the pro- 
visions of Section 5 are exclusive or whether in cases where the 
right and power to consolidate or lease existed prior to the pas- 
sage of the act such right continues and it is not necessary to 
comply with section, we think in the case before us it is proper 
to take jurisdiction. The evidence shows that at the present 
time the operation of the property of the Valley Terminal by the 
Cotton Belt is in the public interest. 


“On the other hand, while the specific term named by the 
lease is only for two years from March 1, 1920, the lease is, by 
its terms, to continue in effect until terminated by mutual agree- 
ment in writing of the parties. This provision introduces an ele- 
ment of indefiniteness beyond the period of two years which 
renders uncertain the time of the lease, which may be relatively 
penn Aa short, dependent upon the future understanding of the 
parties. 


“Upon consideration of the record we are of the opinion and 
find that the acquisition for the period of two years from March 
1, 1920, by the Cotton Belt of control of the Valley Terminal un- 
der the lease submitted for approval will be in the public in- 
terest, and authorize and approve such acquisition. We do not 
approve the provision for indefinite continued operation after the 
two-year period. The applicant carriers should, in season for 
proper consideration, submit a supplemental application for such 
supplemental order under section 5 as is deemed necessary or 
appropriate if they desire to extend the term of the lease beyond 
the period herein approved.” 


The title of the report is“Finance Docket No. 1, In the Mat- 
ter of Lease of the Valley Terminal Railway Company.” 


PORT CONGESTION CAUSES DELAY 


The Trafic World Washington Burcaw 


Figures compiled by the division of operations of the United 
States Shipping Board reveal that port congestion in the United 
States has been responsible recently for delay in turn around 
of shipping and that much better time is made in European 
ports. Vessels entering or leaving harbors in the United States 
require more than twice the time needed abroad, the figures 
show. The report discloses that an average of 35 days are 
required for vessels in American ports from time of arrival 
to time of clearance for the return voyage, while the average 
in six European ports is 14% days. The Shipping Board bases its 
figures on a survey of 86 vessels clearing from 16 American 
ports. Improvement of conditions at the ports, the labor 
situation being an important factor, will reduce the delays. 





Aus 


(Se 


the! 
tion 
port 
vati 
inte 
whe 
spez 
vey 
eno 
thei 
paré 


tern 
com 
othe 
or | 
like 
way 
debi 
cilit 


and 


the 
so tl 
or t 
will, 
able 
earn 
near 
railv 
tran 
latit 
tu b 
diffe 


time 
retu 
ties, 
a co 
For 
fair 
add 
men 


agel 
time 
all t 
rate 
acco 
such 
purp 
cont 
penc 
the 

the 

ina 
it ay 
is d 
shal 
para 


of i 
prov 
side! 
of tl 
the 

cons 
the | 


as § 
Cons 
the 

tion 
at tl 
It w 
land 
sider 
thers 
givin 
by fl 
thro 
as si 
cour 
of ti 





se 
ck 
ar: 
on 
ur 
ns 
se 
in- 
he 


in- 


ht 
TS 
is 
ce 


he 
ip 
or 
of, 


dd. 
de 


er 


te 
by 
of 
n, 
by 
or 
SS 
ai- 
st, 
X- 
2S, 
ig, 


st. 


he 
1S- 
to 
er 
nt 
he 


he 
by 
e- 
le- 
ch 
ly 
he 


nd 
ch 


in- 
ot 
he 
or 
ch 
or 
nd 


at- 


August 21, 1820 THE 


TRAFFIC WORLD 353 


Changes in Act to Regulate Commerce 


i i i Yorld by Karl 

event of 9, serien of artittee cue Commaves Cumminueny” 

Section 15 was further amended by adding at the end 
thereof a new section to be known as section 15-a. This sec- 
tion is important not only because it is new but doubly im- 
portant because of its subject matter, which embraces an inno- 
vation in railroad regulation. This is the section which is 
intended to guarantee to all railroads subject to the act as a 
whole a return of 6 per cent on their investment. Broadly 
speaking, its provisions require the Commission to make a sur- 
vey of the railroads as a whole and then initiate rates high 
enough so that a return of 6 per cent will be yielded upon 
their value. The section is composed of eighteen numbered 

“agraphs. ; 
~~ 1 defines the terms used in the section. The 
term “carrier” as defined excludes sleeping car and express 
companies and belt line and terminal switching railroads and 
other terminal facilities publicly owned and operated. Street 
or interurban railways not otherwise subject to the act are 
likewise excluded. “Net operating income” is defined as “rail- 
way operating income, including in the computation thereof 
debits and credits arising from equipment rents and joint fa- 
cility rents.” . ; 

Paragraph 2 is the most important of the entire section 
and is quoted in toto: 


exercise of its power to prescribe just and reasonable rates 
the oS shall initiate, modify, establish or adjust such rate 
so that carriers as a whole (or as a whole in each of such rate groups 
or territories as the Commission may from time to time designate) 
will, under honest, efficient and economical management and reason- 
able expenditures for maintenance of way, structures and equipment, 
earn an aggregate annual net railway operating income equal, as 
nearly as may be, to a fair return upon the aggregate value of o 
railway property of such carriers held for and used in the service o 
transportation: Provided, that the Commission shall have reasonable 
latitude to modify and adjust any particular rate which it may find, 
tu be unjust and unreasonable, and to prescribe different rates for 
different sections of the country. 


Paragraph 3 requires the Commission to determine from 
time to time and make public what percentage will be a fair 
return upon the aggregate value of the whole railroad proper- 
ties, and directs that this determination shall be governed by 
a consideration of the needs of enlarged transportation facilities. 
For the two years from March 1, 1920, it is provided that a 
fair return shall be 51% per cent, to which the Commission may 
add % per cent to mage provision for improvements or better- 
ments. 

Paragraph 4 requires the Commission to determine “the 
aggregate value of the property of the carriers” from time to 
time and in arriving at this value to “give due consideration to 
all the elements of value recognized by the law of the land for 
rate-making purposes, and shall give to the property investment 
account of the carriers only that consideration which under 
such law it is entitled to in establishing values for rate-making 
purposes.” This paragraph, from its further wording, evidently 
contemplates that the value so to be determined shall not de- 
pend upon the physical valuation that is now being made by 
the Commission pursuant to section 19-a. It is provided that 
the Commission may use the results of its physical valuation 
in arriving at the value here in mind, in so far as deemed by 
it available. And it is further provided that when a valuation 
is determined pursuant to section 19-a, the value so obtained 
shall thereafter be the value as finally contemplated by this 
paragraph. 

It is apparent on its face that this paragraph is impossible 
of immediate administration by the Commission. Its terms 
provide that the Commission shall fix a value giving due con- 
sideration to all the elements of value recognized by the law 
of the land for rate-making purposes, especially providing that 
the property investment account shall not be given any other 
consideration than that to which it is entitled under the law of 
the land for fixing values for rate-making purposes. 


The physical valuation act of March 1, 1913, which appears 
as section 19-a of the interstate commerce act, was enacted by 
Congress for the avowed purpose of securing the real value of 
the carriers for rate-making purposes. The provisions of sec- 
tion 19-a specify detailed directions to be observed in arriving 
at this value that is to be available thereafter in fixing rates. 
It would seem, therefore, that section 19-a is “the law of the 
land” which fixes the elements of value that are to be con- 
sidered in arriving at a value for rate-emaking purposes. How, 
therefore, can the Commission, under paragraph 4, fix a value 
giving “due consideration to all the elements of value recognized 
by the law of the land for rate-making purposes” without going 
through all the processes required of it by the law of the land 
as set forth in section 19-a? 

If it be argued that by “the law of the land” is meant the 
court decisions, this might be answered in two ways, either 
of them equally conclusive, it would seem. First, the decided 


cases are the law of the land on matters of public policy only 
until the legislature acts with respect to the particular subject 
matter; thereafter the substantive enactment of the legislature 
is the law of the land, subject only to constitutional limitations. 
What constitutes the elements of value for rate-making pur- 
poses is, of course, a matter of public policy subject only to 
the constitutional limitation prohibiting confiscation. Since 
Congress by substantive enactment undertook in the physical 
valuation act to state the elements of value it desired to be 
considered in fixing a value for rate-making purposes and the 
method to be pursued, it would seem that this enactment is 
the only “law of the land” subject only to constitutional objec- 
tions. Of course, Congress can amend the physical valuation 
act, but certainly paragraph 4 of section 15-a is not amendatory 
of section 19-a. Second, the elements of value that must be 
considered under a proper administration of section 19-a em- 
brace every element of value recognized by the decided cases, 
where those decisions are not contradictory. 

The Commission has been diligently employed on this 
physical valuation for seven years and the estimate has been 
announced that at least two more years will be required to 
complete the task. Undoubtedly the hope which prompted those 
interests which proposed this section and so diligently lobbied 
it through Congress was in some way to anticipate the results 
of the physical valuation to be obtained pursuant to section 19-a. 
It is significant, however, that at the hearing held by the Com- 
mission on this section no one was able to suggest how the 
Commission was legally to give effect to its provisions, until 
the physical valuation was completed. 

If the real value to be used as a basis for rate-making could 
have been secured in any other way than by a physical valua- 
tion, presumably it would have been so ordered by Congress 
in the act of March 1, 1913. The only alternative available 
would be the aggregate of the property investment accounts 
of all the carriers. The property investment account in the 
parlance of railroad accounting is nothing more nor less than 
the book value under ordinary accounting. It is the value which 
a particular carrier places upon itself as a going concern. 
Book values are generally reputed to be more or less “mois- 
tened” with “water.” Few of the property investment accounts 
of the carriers have been through the wringer. Certainly freight 
= are not to be made on the carriers’ own estimate of their 
value. 

Indeed the interests which secured the enactment of this 
section were not so audacious as to insist on any such thing. 
Congress provided that the property investment account should 
be given only that consideration to which it was entitled under 
the law of the land in fixing values for rate-making purposes. 
Under the law of evidence, a property investment account, be: 
ing a self-serving declaration, is, on objection, not competent 
as evidence, it would seem, on the issue of value. The best 
evidence of value is the receipt showing what the particular 
thing cost. Any other evidence of value must be speculative. 
Whether speculative evidence of value in varying degrees is 
competent evidence is, of course, beyond the purview of this 
discussion. 

The only suggestion made by those interested in the im- 
mediate application of the provisions of this section is that the 
aggregate of the property investment accounts be taken as a 
basis and then by some process of judgment as yet not known 
to the human mind the Commission, without any detailed facts, 
which it can secure only by a physical valuation, on which to 
base its finding, shall estimate how much, if any, should be 
deducted from that aggregate so that the result will be the real 
value for rate-making purposes. 

Of course, the Commission’s physical valuation is aimed at 
just this result, to determine just how inflated the book values 
of the carriers are. It has worked seven years at it and will 
require at least two more years to complete its enormous task. 
Certainly it cannot now do overnight what bids fair to require 
ten years in the doing simply by virtue of the enactment of a 
subsequent statute. Presumably the Commission has proceeded 
as expeditiously as is humanly possible with its physical valua- 
tion. A thing cannot be made to move faster than its own 
momentum—not even by legislation. 

If a quick result regardless of the public weal were in- 
tended it would have been simple to accomplish by providing 
that the value should be based on the aggregate of the property 
investment accounts. Congress, of course, could not be per- 
suaded to go so far and in protecting the public interest has 
interpolated provisions which seem to render the section impos- 
sible of execution, at least, until the physical valuation under 
section 19-a is accomplished. 

There is another phase of these provisions which should 
not be passed without consideration. That is that the per- 
centage that is to yield the fair return on the investment is 
to be predicated on the honest, efficient and economical man- 
agement of every road. How can the Commission predicate 
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any return on the honest, efficient and economical management 
of our railroads except to examine the aggregate of their finan- 
cial records in the past when the Commission knows and the 
people know that they were not honestly, efficiently, and eco- 
nomically managed? How is the Commission to arrive at a de- 
duction that will take care of the increased earnings that would 
have accrued had all of the roads been honestly, efficiently and 
economically managed? Of course, there is no way to arrive 
at such an approximation, and when so analyzed this provision 
seems ill conceived. 

If anyone is inclined to take exception to the statement 
that all of our railroads have not been honestly and economically 
managed in the past, let him examine the records in the in- 
vestigations by the Commission into the financial affairs of the 
New York, New Haven & Hartford and into the Chicago, Rock 
Island & Pacific. And then let him estimate for himself how 
much other evidence of dishonesty and waste would be devel- 
oped if a similar investigation were conducted into the affairs 
of every road in the land. 

Human nature cannot be remade by legislation. Legisla- 
tion can only curb the wrong tendencies or hold out induce- 
ments for the development of the good tendencies of human 
nature, it can go no further. Dishonesty, inefficiency, and waste- 
fulness are among the wrong tendencies of human nature. Any 
legislation which, in effect, encourages these tendencies is itself 
wrong in policy. 

The declared purpose of this section is to overcome the 
results which have accrued in the past from the operation of 
our roads as a whole, including the poorly managed as well as 
the efficiently managed ones, and guarantee a result warranted 
only by a uniformly honest, efficient and economical operation, 
by rates which shall be made high enough so that the deficits 
of the past will be no more. There can be but one result from 
legislation designed to accomplish the guaranty against deficits 
by increases in rates, and that is the removal of all incentive 
for efficiency. Efficiency is born alone from a fear of failure. 
If legislation attempts to remove the possibility of failure in 
any degree, efficiency in direct ratio ceases to exist. Or, dif- 
ferently stated, such legislation encourages inefficiency and 
waste and is itself wrong in principle. 

If all the railroads had been honestly built and efficiently 
and economically managed, there would have been no railroad 
failures. Not one single railroad failure has ever been traced 
to low freight rates applied by regulating bodies. This is true 
because any such rates would, on appeal to the courts, have 
been declared confiscatory and beyond the constitutional powers 
of the regulating body. The failure have been the result of 
that competition which produces efficiency, honesty and econom- 
ical management. In that struggle, as it has been in every 
other line of industry, the inefficient have failed. Why should 
the railroad blunders be condoned any more than the failures 
in other lines of business? 

It would seem that the unwritten purpose running all 
through these provisions of section 15-a is an intention to sub- 
sidize the railroads through the medium of freight rates to be 
initiated by the Commission that shall be higher than would 
otherwise be necessary or reasonable for the service performed. 
If there is any doubt that this is the intended effect, that doubt 
is resolved by paragraph 5, which frankly provides: 


Inasmuch as it is impossible . . . to establish uniform rates 
upon competitive traffic which will adequately sustain all the carriers 


which are engaged in such traffic without enabling some of 
such carriers to receive a net railway operating income substantially 
and unreasonably in excess of a fair return upon the value of their 
railway property held for and used in the service of transportation, 
it is hereby declared that any carrier which receives such an income 
so in excess of a afir return shall hold such part of the excess, as 
hereinafter prescribed, as trustee for, and shall pay it to the United 
States. 


Subsidies are sums paid by a government to individuals 
and private corporations engaged in some quasi governmental 
operation, to make up any deficits incurred in such operations, 
so that same, in spite of the actual operating deficits, will be 
sufficiently profitable to keep the individuals or corporations 
interested in the operation. The sums paid as subsidies are 
paid out of the governmental treasury and, fall as an equal 
burden on every taxpayer; to be warranted, the operation which 
is subsidized must be such that the public has an interest in 
its maintenance. 

Whether or not the railroads should be subsidized is a mat- 
ter outside the scope of this analysis, because Congress has 
already legislated affirmatively on the subject when it. made 
this section a part of the act. The means which Congress has 
employed to accomplish this subsidy must, however, be exam- 
ined to determine whether the burden is borne equally. If 
not, suggestions as to how the same end might be accomplished 
by other means which would distribute the burden of this sub- 
sidy equally among the taxpayers, would seem to be in order. 
With this thought as a guide the remaining provisions of this 
section will be discussed. 

Paragraph 6 provides that of the excess above 6 per cent 
received by these more efficiently operated railroads, one-half 
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shall be placed in a reserve account to be established and 
maintained by such carriers, while the other one-half shall pe 
paid to the Commission. As to carriers that have accepteg 
the terms under which the standard return was extended unt] 
— 1, 1920, this paragraph does not apply prior to that 
ate. 

Paragraph 7 provides that the reserve fund may be drawn 
on any succeeding years when the railway operating income for 
any year does not equal 6 per cent, for the purpose of paying 
dividends or interest on its stocks, bonds or other securities, or 
rent for leased roads, “but such fund shall not be drawn upon 
for any other purpose.” 

Paragraph 8 permits any carrier, when its reserve fund 
reaches an amount equal to 5 per cent of its value, to appro. 
priate the excess to any lawful purpose. Of course, the pay. 
ment of any such excess as an extra dividend would be a 
lawful purpose. And it might be here noted that the impression 
that -has been circulated in some circles that the effect of 
this section was to limit to 6 per cent the dividends which 
might now be declared by any carrier, is inaccurate. 

Paragraph 9 requires the Commission to prescribe rules and 
regulations governing the payment to it of the one-half of the 
excess due it under paragraph 6. 

Paragraph 10 requires that the Commission shall admin- 
ister the fund received by it under paragraph 6 as a contingent 
fund from which loans shall be made to railroads to meet ex. 
penditures for capital account or to refund maturing securities 
originally issued for capital account or to purchase transporta- 
tion equipment and facilities and leasing the same to carriers, 
When it is remembered that, under paragraphs 2 and 3, the 
Commission, in fixing the rates that shall yield the fair return, 
must allow for the maintenance of way, structures, and equip- 
ment and shall give due consideration to the needs of enlarging 
such facilities, it certainly seems that this contingent fund is 
a duplication. If the carriers in the first place are to have 
rates that will yield a return sufficient to cover these capital 
charges, why is this contingent fund necessary except as a 
governmental channel for disposing of one-half of the surplus 
which the excessive rates are expected to yield? The force of 
this observation is further emphasized by the fact that another 
section of the transportation act (section 210) appropriates 
$300,000,000 for the same purpose as this contingent fund is 
created. 

Paragraph 11 provides that carriers may apply to the Com- 
mission for loans from this fund. 

Paragraph 12 provides how the Commission can make loans 
from this contingent fund. 

Paragraph 13 provides that carriers may apply to lease 
equipment that the Commission is authorized in paragraph 15 
to purchase. 

Paragraph 14 provides how equipment shall be leased. 

Paragraph 15 endows the Commission with the power to 
purchase and sell equipment. 

Paragraph 16 provides for the making of rules and regu- 
lations by the Commission in the administration of loans and 
the leasing of equipment. 

Paragraph 17 is important, since it specifically states that 
while any shipper is not precluded from the right to reparation 
in case of overcharges, unlawfully excessive or discriminatory 
rates, or rates excessive in their relation to other rates, no 
shipper shall be entitled to recover on the sole ground that 
any particular rate may reflect a proportion of excess income 
to be paid by the carrier to the Commission in the public in- 
terest under the provisions of this section. 


Paragraph 18 is the last and is important because its pur- 
pose is somewhat obscure. It provides that any new line of 
railroad to be constructed may, on application, be exempted for 
a period not to exceed ten years by.the Commission from the 
payment of any excess earned from such new construction over 
and above the fair return to be fixed pursuant to this section, 
on the sole condition that the construction be completed within 
a period to be designated by the Commission in its order grant- 
ing the exemption. 

From this examination of paragraphs 6 to 18 it is seen that 
there is nothing in this section to change the statement pre 
viously made that the subsidy is to effected through the me- 
dium of rates higher than would otherwise be reasonable. Will 
these excessive rates fall an equal burden on the shippers who 
pay this tax? One illustration is sufficient to indicate how 
unevenly this subsidy tax will be distributed. Take two rail- 
roads in the same rate territory—A railroad with an operat- 
ing ratio of 65 per cent and B railroad with an operating ratio 
of 75 per cent--and say the particular rate applicable via either 
is $1. The operating cost to A road under that rate is 65 cents 
and its profit is 35 cents, or 53.8 per cent, whereas the oper 
ating cost to B road is 75 cents and its profit is 25 cents, or 
3314 per cent, or a difference in percentage return between 
A road and B road of 20.5 per cent. Now, suppose the Com- 
mission, pursuant to this section, increases this rate to $1.25; 
of course,+ the operating costs remain the same and the oper 
ating cost to A road ‘is still 65 cents and its profit is now 6° 


Aug 


cent 
is st 
or a 
a di 
cent. 
usin; 
who 
burd 
situé 
caus 
same 


subs 
erati 
inte 
an i 
the | 
road: 
and 
part 
] 
porta 
fede 
tant 
provi 
to yi 
whic! 
ing r 
appli 
of its 
there 
whet! 
nomi 
mon 
ably 
petiti 
other 
to be 
been 
same 
woulc 
view 
basis 
value 
riers’ 
shoul 
opera 
shall 
reflec 
the y 
finds 
that, 
the y 
deduc 
so th 
credit 
been 
ments 
be cei 
with 
that 
such | 
that 
that i 
operat 
whole 
cial _ 
bear ¢ 
of rec 
period 
it nev 
years 
ment 
U: 
a fair 
made 
Help | 
self-su 
Tl 
if all 
would 
would 
funds 
imprac 
make 
itis n 
A rev 
transp 
Sary j 
Sary d 
A 





iT 
or 
1€ 


er 


in 
\t- 


ill 


ts 








THE 


August 21, 1920 


cents, or 92.3 per cent, whereas the operating cost to B road 
is still 75 cents and its profit is now 50 cents, or 6624 per cent, 
or a difference in percentage return of 25.7 per cent as against 
q difference in percentages, under the $1 rate, of 20.5 per 
cent. This shows with mathematical certainty how the shippers 
using A road pay more toward this subsidy than the shippers 
who use B road. Other instances of the inequalities of the 
burden of this subsidy will occur to those able to analyze such 
situations, but the illustration given should be very forceful, be- 
cause the roads used are prosperous roads competing in the 
same rate territory. 

Aside from the matter of the equality of the burden, any 
subsidy, to be justified, must be in connection with some op- 
eration in the public interest. To be an operation in the public 
interest it must be an operation in which all the people have 
an interest. Certainly a successful system of railroads is in 
the public interest. In times of peace such a system of rail- 
roads is a commercial asset from which the entire people profit, 
and in time of war an absolute necessity as an indispensable 
part of the national offense or defense. 


If the national system of railroads is of such a public im- 
portance, should not any subsidies be paid directly from the 
federal treasury? Instead of this elaborate scheme of exorbi- 
tant rates with an unnecessary and superfluous contingent fund 
provided to spend the surplus which those rates are expected 
to yield, would it not be better to provide simply that any road 
which shows an operating deficit or which shows a net operat- 
ing revenue of less than 6 per cent for any fiscal year may make 
application to the Commission to have an investigation made 
of its operation for that year, and that the Commission shall 
thereupon enter into an investigation of such road to determine 
whether its management had been honest, efficient and eco- 
nomical, and what the fair value of property devoted to com- 
mon carriers’ purposes for the particular year should reason- 
ably be; and giving consideration to matters of carrier com- 
petition, physical location of the road, financial history and all 
other facts and circumstances which might be deemed by it 
to be pertinent, the Commission shall decide what should have 
been a fair percentage of return upon the property to keep 
same self-sustaining, if the Commission is of opinion that it 
would be in the public interest to make the particular road in 
view of all the circumstances, self-sustaining; and that on the 
basis of such percentage of fair return as applied to the fair 
value of the property of such carrier devoted to common Car- 
riers’ purposes, the Commission shall derive what amount 
should have been yielded on the year’s operations as a net 
operating profit; that in the case of a deficit the Commission 
shall add to such sum the amount of the deficit in so far as it 
reflects a part of any sum necessary to make the finances for 
the year reflect as a credit, the sum which the Commission 
finds should have been yielded as a net operating profit; and 
that, likewise, if a net operating revenue has been shown for 
the year but in an amount less than 6 per cent, the necessary 
deductions be made from the sum found by the Commission 
so that the finances for the year in question will reflect as a 
credit only the sum which the Commission finds should have 
been yielded as a net operating profit; that after such adjust- 
ments have been made as indicted, the adjusted amount shall 
be certified to the Treasurer of the United States in connection 
with the proper corporate name of the respective carrier and 
that the treasurer, on such certificate, shall make a loan to 
such carrier in the amount certified? If it were then provided 
that such amount might be used by such carrier in any way 
that it could have used it if it had been actually earned in its 
operation, it could apply it to improvements and betterments in 
whole or in part or it could apply it as dividends, as its finan- 
cial policy dictated. The loan protected by mortgage might 
bear 6 per cent interest and run for 25 years, with the privilege 
of redemption at any time prior to maturity. If, during this 
period, the road became prosperous, it could repay its loans; if 
it never became actually self-sustaining after a period of 25 
years or less, the question of the advisability of its abandon- 
ment might be in order. 

Under such a routine every interstate road would be assured 
a fair return annually. The. system of administration could be 
made exceeding direct and expeditious as well as_ positive. 
Help could be given where it was required and all roads made 
self-sustaining by subsidies paid directly from the Treasury. 

This is what section 15-a was intended to accomplish, but 
if all roads were to be made actually self-sustaining the rates 
would have to be made so high that the fair and good roads 
would pile up such large surpluses and swell the contingent 
funds to such proportions that the scheme would prove itself 
impracticable on its face. But if section 15-a is not going to 
make the roads self-sustaining of what good is it? Certainly 
it is not needed as a means of getting a revolving fund together. 
A revolving fund of $300,000,000 is already provided for in the 
transportation act and, if that is not sufficient, all that is neces- 
Sary is to increase it. Any other fund is simply an unneces- 
Sary duplication. 

A direct subsidy, such as outlined, would evidently be less 


TRAFFIC WORLD 





oF) 
cn 
Jt 






expensive on the whole than the indirect subsidy by high freight 
rates as provided’ by this section, because the indirect subsidy 
is paid alike to the roads that need it as well as those that 
don’t need it. The amount above a reasonable rate paid to 
the road that doesn’t need it is an unnecessary tax. Any un- 
necessary tax is repugnant to sound governmental financing. 
The direct subsidy paid from the treasury would necessarily 
be borne alike by every taxpayer. 

It would seem that if the ultimate purpose of section 15-a 
was to make all the railroads of the country self-sustaining, it 
falls short of that accomplishment. That this could be directly 
accomplished by a direct subsidy at less expense and without 
the necessity for a revolving fund to expend’ the unnecessary 
surplus raised under a rate subsidy as provided, seems selt- 
evident. This section, as disclosed by this analysis. is impos- 
sible of immediate administration and is impracticable in the 
method outlined for the accomplishment of the object sought 
except as a wasteful exnense in unnecessary tax. The entire 
section should be repealed, it would seem, and in its stead pro- 
visions substituted providing for a direct subsidy from the 
federal treasury, if Congress deems the situation warrants such 
legislation in the public interest. 





Addenda 

The above article was written before the publication of 
the Commission’s decision in Ex Parte 74, the 1920 increased 
rates case (58 I. C. C. 220). As said by Commissioner McChord 
in his concurring opinion: 

It is the duty of this Commission to enforce the law as Congress 
has written it. . . . The Congress is the forum; and should Con- 
gress fail to meet the views of a dissatisfied public, if indeed it is 


dissatisfied, then the final remedy is to be found in that still greater 
forum, ‘‘the august tribunal of the people.”’ 


Congress made this section a part of the act. The railroads 
presented their case pursuant to the terms of the section. The 
Commission was bound to make an attempt to execute its pro- 
visions, even if in the doing it was required to venture an 
approximation in the matter of fixing a rate-making value. But 
“The Congress is the forum.” 

It might be thought that this section was a necessary legis- 
lative act before the increase in rates could be granted the 
railroads by the Commission. That this is not so seems clear 
when it is understood that the issues involved in the 1920 
advanced rates case differ in no essential particular from .those 
involved in the fifteen per cent advanced rate case of 1917, or 
the other advanced rate cases that proceeded it in 1915 and 
1910. In each of these cases the Commission examined the 
revenue producing qualities of the existing rates as compared 
to the revenue contemplated from the increased rates and bal- 
anced the additional revenue against the estimated value of 
carrier property to determine whether there was confiscation 
of railroad property on the one hand or a plundering of the 
people on the other. 

In the Minnesota rate cases (230 U. S. 352), the Supreme 
Court held that common carriers were entitled to rates high 
enough to yield 6 per cent on the value of the property devoted 
to common carrier purposes, and that rates less than such rates 
would be confiscatory and, therefore, unconstitutional, and be- 
yond the administrative powers of the rate regulating body. 

When, in the past, the carriers of the country, as a whole, 
or of certain sections, have conceived that their general body 
of rates, because of mounting operating costs or otherwise, had 
been submerged below that level fixed by the Supreme Court, 
they have come to the Commission seeking a general advance 
in rates, which has in every instance been granted in so far 
as the facts introduced in open hearings warranted. The same 
thing could have been done in 1920, and every essential issue 
as discussed in the Commission’s opinion could have been raised 
and considered, section 15-a or no section 15-a. 

Section 15-a is superfluous, and inherently bad taxation in 
so far as the contingent fund is concerned, and must fail to 
accomplish its intended purpose, if that purpose was to make 
all the railroads of this country self-sustaining. If this was 
not its purpose, of what good is it? That purpose can only be 
accomplished by a direct subsidy instead of by the rate subsidy, 
it would seem. 


JAPAN NEVER MISSES A BET 


(Translated from the Avisador Commercial, Havana, Cuba, 
August 9, 1920) 

Yesterday the officers of the Japanese cruiser, “Kasuga,” 
gave a tea in honor of Havana society. 

A few days ago those of the Spanish cruiser, “Alfonso XIII,” 
gave a similar entertainment. 

The Spaniards served sweets, liquors and flowers; the Jan- 
anese did likewise, but distributed at the same time, maps of 
Japan, folders of Japaneses railroads, silk ribbons and other 
articles and souvenirs showing the artistic and mechanical ex- 
cellence of manufactures in the Empire of the Rising Sun. 

From this, one can easily understand that the Spaniards 
try to gain the hearts of the people and the Japanese doth the 
hearts and the markets. 
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SECTION 28, SHIPPING ACT 


The Trafic World Washington Bureau 


Further discussion of section 28 of the merchant marine 
act and the position of the Shipping Board as to its enforcement 
is contained in a letter written by Admiral Benson, chairman 
of the board, to C. J. France, executive secretary, port of Seattle, 
Seattle, Wash., and made public by the board August 20. The 
letter follows: 

“I desire to acknowledge receipt of your note of July 7 
inclosing a resolution and brief in support of the same, urging 
the suspension of the operation of section 28 of the merchant 
marine act, 1920,-and repeal of the same upon reconvening of 
Congress in December. 

“On page 2 of the brief a statement is accredited to me to 
the effect that I have stated that the purpose of section 28 is 
to buld up the American merchant marine by furnishing car- 
goes to American vessels first and allowing foreign vessels only 
to get the overflow. Such a statement was never made by me 
and is extremely misleading and entirely distorts the purpose 
of section 28. 

“Section 28 was recommended by me and enacted into a 
law by the Congress for the purpose of protecting your port, 
among others, in the enjoyment of an export traffic moving in 
American ships, and it is intended to meet the offset the count- 
less discriminations by other nations against American ship- 
ping with which Shipping Board ships and privately owned ships 
of the United States have had to contend. 

“This is only one of many provisions which permit the 
favoring of American shipping in the trades of the United 
States with foreign countries and it was always the purpose 
of the board in legislation not to give American ships all of 
the trades, but to give them such advantages as would offset 
foreign advantages and permit them to carry at least a con- 
siderable portion of the trades between the United States and 
foreign countries. 

“As an example of the benefits already resulting from sec- 
tion 28, a representative of one of the largest exporters and 
importers in the United States recently called at my office and 
announced that he had cabled instructions that hereafter their 
shipments from the Orient should be forwarded in American 
ships. He announced at the same time that heretofore he had 
received preferentials in rates over foreign ships as against 
American ships, amounting in some instances to as high as $10 
per ton. His statement was that they desired to be patriotic, 
though naturally they had to, in a measure, consider to a de- 
gree the financial advantage of using foreign rather than Amer- 
ican ships. It was apparent, however, that the advantage to 
the foreign was not permitted by the conference rates in trans- 
Pacific trades. 

“On page 3 of your brief you quote certain extracts from 
my statement of July 2 that would give the impression that the 
Shipping Board intended to invoke section 28 to require equal 
consideration in cargoes from discriminating ports of other 
countries for vessels of the United States, but in so doing you 
failed to include the statement that prior to any such invoking 
of the section that as a preliminary to any action in connection 
with section 28, the ‘Shipping Board would allocate American 
ships to move the business.’ The Shipping Board and the Inter- 
state Commerce Commission would follow this action by other 
steps which would further protect the interests of the United 
States against such foreign efforts to divert the purposes of 
the merchant marine act. 

“I am at a loss to understand why you should extract a 
portion of my statement which leads to an erroneous conclusion 
and omit a key statement upon which all the subsequent com- 
ments were predicated, namely, the furnishing of adequate ton- 
nage to take care of the needs of the situation in the event 
that the threats of the foreign carriers to take their tonnage 
to other ports were fulfilled. ; 

“In December last the secretary of the Seattle Chamber of 
Commerce, with yourself and Dr. Christenssen, as representing 
the Seattle Port Commission, appeared before the board, urging 
allocation of passenger ships for trans-Pacific trades. Your 
claims made at that time were so ably supported by facts and 
arguments presented by Hon. W. L. Jones, senior senator from 
the state of Washington, of the necessity for meeting the for- 
eign competition from Puget Sound, that the board was con- 
vinced and allocated five of the new 535-ft. passenger’ cargo 
liners for operation out of the port of Seattle. 

“The necessity for meeting the foreign competition where 
it was best fortified was so strongly presented by Senator Jones 
that the board went further and assigned to your port the first 
two of the cargo liners to be ready for operation. The board 
has, in addition, furnished to Puget Sound operators freighters 
ample to take care of the demands from their trans-Pacific 
trades. 

“If the statement of Mr. Mansfield, with which you entirely 
agree, is as representative of the views of the Seattle Chamber 
of Commerce and Commercial club as it appears to be of those 
of the Port Commissions, it would appear that the trend of 
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those organizations was that of opposition to, rather than co- 
operation with American shipping, which leaves the board in 
doubt as to the extent to which we may depend upon those 
organizations for contributions to the success of American 
shipping from the port of Seattle. , 

“It is absolutely essential that the ships of the board shall 
have loyal support of the business men and institutions of their 
home ports. 

“In view of the hostility toward the board’s policies with 
reference to an American merchant marine, indicated by the 
trend of your attack and by the further fact that full-page 
advertisements against its policies have appeared in Seattle 
papers, we feel constrained to ask whether such sentiment is 
representative of the views of the business interests of Seattle 
or simply results from efforts by foreign carriers and those 
primarily interested in their welfare. 

“It is needless to say that the board must always take into 
consideration in the allocation and operation of its vessels the 
fact that if they are to be successful they must have the loyal 
support of the communities and the home ports from which they 
operate.” 


SHIPPING BOARD AND WAGES 


The Trafic World Washington Bureau 


The U. S. Shipping Board issued the following statement, 
August 14, with respect to longshore wage and working con- 
ditions: 

“The United States Shipping Board, after the dissolution 
of the National Adjustment Commission, which has had juris- 
diction over Longshore matters on the Atlantic and Gulf coasts 
during the war, has at once taken steps to arrange for direct 
negotiations with the various interests concerned. 

“A meeting will be held in New York on September 15th, 
at which negotiations for a new agreement covering longshore 
wage scale and working conditions in the North Atlantic Dis- 
trict, Norfolk to Portland, will be begun. 

“There will be represented at this conference shipping and 
stevedoring interests of the North Atlantic Coast, the Interna- 
tional Longshoremen’s Association and the United States Ship- 
ping Board. 

“Following this conference in New York there will be 
held a further conference at New Orleans about September 27th 
to work out an agreement covering wage scale and working 
conditions for members of the International Longshoremen’s As- 
sociation employed on the Gulf. 

“Shortly after October 1 there will be held a third con- 
ference at Savannah to perform the same function for the 
South Atlantic District. 

“To maintain the American merchant marine on a sound 
and permanent basis the Shipping Board feels very strongly 
that the fullest amount of co-operation and sane action on the 
part of all concerned is vitally essential. This means that 
all must strive toward the bringing down of the present al- 
ready high cost of operation in order that foreign competi- 
tion may be more effectually met. This view is reflected in 
the broad-minded and patriotic action of the operating depart- 
ments, deck officers, engineers, radio operators, sailors, firemen 
and stewards in consenting to continue on the basis of the 
present wage scale.” 


BRITISH SHIPPING ACTIVITIES 


The following cable from Consul-General W. Stanley Hollis, 
at London, dated August 11, reviews briefly British shipping 
conditions during the past week: 

Bristol reports Bygdo, 3,000 tons, deadweight, launched for Nor- 
wegian owner. Newcastle reports Solvang, 4,050 tons, deadweight, and 
Hallgrim, 1,800 tons, dead weight, launched for Norwegian owners. 
Bristol reports 2 American vessels departed; Cardiff, 1; Dublin, 3 
arrivals; Glasgow, 2 arrivals; Hull, 1 arrival and 1 departure; Liver- 


. pool, 1 arrival, 4 departures; Manchester, 3 arrivals, 1 departure; 


Newcastle, 4 arrivals, 2 departures; Plymouth, 2 each; Southhampton, 
2 each; Swansea, 1 arrival; London, 4 arrivals and 5 departures. 

Cardiff reports all loading and discharging stopped for several 
days after bank holiday, August 2. Dublin reports some quay con- 
gestion caused by munition strike. At Newcastle bunkering has im- 
proved. Southampton reports line to New York delayed by stoppage 
of coaling at noon Saturday. The men were offered a bonus of £1 
each to continue work until 5 o’clock, but they refused; loading was 
finished Sunday, vessel leaving at 5:30 p. m. Swansea congestion 
ee unaltered. 

inburg reports considerable unemployment amon and 

dockers. There are 1,500 dockers idle ond aheuk 200 ee, The 
Glasgow warehousemen’s strike continues. The Royal Holland Lloyd 
at Plymouth announces new service three times weekly to Amster- 
dam, Plymouth, Cuba, New Mexico, and United States beginning 
September 29. At Swansea, August 2, 3, and 4 were taken as holidays 
by dockers, little loading or discharging being done during the week. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for June, 
1920, shows 12,698 cars held overtime—a percentage of 06.74— 
as against 6,555—a percentage of 03.97—for June, 1919. 


Samples of The Daily Traffic World may be had for 
the asking. 
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Questions and Answers 


In thig department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member Of ourlegal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C. 


aman 


Determining Market Value of Shipment at Destination 


Texas.—Question: Please advise through The Traffic World 
what your construction of the McCaull-Dinsmore case, where 
it says “value at the time and place goods should have been 
delivered in good condition.” Is it the consignee’s resale price 
at which he might have sold them on the day they should have 
arrived, or is it the value at the shipping point, on the day 
they should have arrived at destination? If the latter, the only 
difference between the bill of lading limitation and the decision 
in the above case is that the goods might be of a different value 
(cost) on the day they should have been delivered than on 
the day they were shipped; in other words, the decision only 
changes the date on which the value is to be reckoned. Here 
isa case in point: On June 1 we shipped a box of solder from 
St. Louis to a point in Texas. The invoice and value on date 
of shipment was $38.50. It should have arrived in Texas on, 
say, June 10. Had we reordered on June 10, it would have cost 
us $42. If we had received the box on June 10 we could have 
sold it for $45. It never reached Texas. For how much should 
we make claim? (Assume that no freight was paid on the ship- 
ment.) Suppose we had already contracted to deliver it to our 
customer in Texas on or about June 10 for $45, what then? 

Answer: Under the McCaull-Dinsmore case, it is not the 
cost of the goods at shipping point that determines its value 
to the owner and the amount of the carrier’s liability. It is 
the fair market value of the shipment at destination point at 
the time it should have been delivered... Therefore, if the ship- 
ment in question was worth $45 on the market at destination 
point on June 10 (not what you invoice it at), that amount is 
the one for which the carrier is liable. For our further views 
on this subject, see our answer to “Washington,” published on 
page 96 of the July 10, 1920, issue of The Traffic World. 


Sale of Perishable Goods 


Maine—Question: Last February, Express Company A ac- 
cepted a shipment of fish for transportation. Before the ship- 
ment reached its destination the train on which it was for- 
warded became snowbound and it was three or four days before 
it reached a station of Express Company B, where it was trans- 
ferred for transportation to its destination. Express B handled 
the shipment without delay, but at the destination the consignee 
refused to accept it on account of the delay. Part of the ship- 
ment consisted of frozen fish, which was then in as good con- 
dition as when shipped, but Express Company B sold the ship- 
ment, without notifying either the shipper or Express Company 
A, at a considerable loss, remitting the salvage to the shipper. 

We would appreciate your advice as to what liability Ex- 
press B assumed when they sold the shipment without first 
notifying the shipper or Express A, both parties being within 
easy reach by telephone, and quotations of any decisions or 
tulings which you may have on similar cases. Also, as to the 
liability of Express A, bearing in mind that Express A did all 
in their power to get the shipment to its destination at the 
earliest moment and that no indication of a storm was evidenced 
when the shipment was accepted from the shipper. 

Answer: A carrier is not responsible for the safety of 
goods intrusted to it for transportation, or liable for any loss 
or damage thereto when caused by the act of God. A snow- 
storm of such violence as to prevent the moving of trains is 
an act of God. If, therefore, the Express Company A could 
hot anticipate the storm above referred to, and its negligence 
did not contribute to the delay in transporting the shipment of 
fish, it is not liable. 

If the shipment arrived in good condition at destination, or 
was not wholly worthless by reason of the delay, the consignee 
Was at fault in refusing to accept it at destination, and Ex- 
Press Company B would not be liable for any injuries which 
occurred to the shipment after that time. Where a shipment 
of perishable goods is refused at destination, considerable dis- 
cretion is given the delivering carrier in the matter of dis- 
Dosing of the same. In General Order No. 34-A, carriers subject 
to federal control may sell perishable freight in their discretion 
Whenever necessary to prevent waste, without notice, except 
to consignee. Therefore, if Express Company B believed that 
the shipment of fish should be sold to prevent waste, and noti- 
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fied consignee described in the waybill, as the circumstances 
permitted, it is liable only for the net proceeds of the sale, after 
deducting freight and other legitimate expenses. 


Measure of Damages in Express Shipment 


Illinois—Question: A shipment was made by express in 
the year 1919 by a tire company to a retail dealer and was 
delivered to the American Express Company in Chicago, IIl. 
The shipping clerk neglected to place value of $172.50 on ex- 
press receipt and afterward placed valuation in pencil, $200, on 
his. receipt. The shipment was lost by the express company, and 
liability admitted, and an offer of settlement was made by claim 
office of $50, as outlined in their rules. Please give us the 
benefit, through your columns, as to the measure of damage. 

Answer: The uniform express receipt contains a provision 
in effect that in consideration of the rate charged, which is 
dependent upon the value thereof and is based upon an agreed 
valuation of not exceeding $50 for any shipment of one hun- 
dred pounds or less, and not exceeding 50 cents per pound, 
actual weight, for any shipment in excess of one hundred pounds, 
unless a greater value is declared at the time of shipment, the 
shipper agrees that the company shall not be liable for an 
amount greater than above set out. This provision has been 
approved by the Interstate Commerce Commission and sus- 
tained by the courts. 

From this, it follows that if you failed to declare value of 
$172.50 on the shipment in question at the time of shipment, and 
was charged a rate for carriage based on the agreed valuation 
of $50, that this amount is the maximum sum for which the 
express company is liable. 


Rubber Stamp Signature on Bills of Lading 


Louisiana.—Question: Is an order notify bill of lading bear- 
ing agent’s name as signature in rubber stamp without name 
or initials of party issuing lading shown in writing thereon 
either in ink or pencil, a strictly legal document? We have 
had occasion to put out thousands of dollars recently on such 
a lading. The lading proved to be good, but we objected to 
same, for the reason that such a lading could be so easily forged 
and yet it would not be a forgery, for one cannot call a rubber 
stamp a forgery. 

Answer: The Carmack and Cummins amendments now 
require carriers to issue bills: of lading for property delivered 
to them for transportation, and the Interstate Commerce Com- 
mission, under the act to regulate commerce, authorizing it to 
prescribe reasonable rules and regulations for the carriers, has 
prescribed the form and substance of bills of lading to be used 
by the carriers. This form requires the bill to be signed by 
both shipper and carrier, through their authorized agents. It 
does not, though, provide whether the signature shall be in ink, 
pencil or by marks. 

Now, in the absence of any definite law or rule, the courts 
hold that the making of one’s mark is a sufficient signature 
on any contract not under seal. In recent times it is usual to 
adopt and use a rubber stamp signature instead of writing by 
hand of the party, and this custom of the trade, when accepted 
by any line of industry, becomes the established usage of that 
industry and will be accepted as sufficient signature to certain 
forms of contracts executed by it. The custom of the carriers, 
in now generally permitting their agents to sign their names 
by rubber stamps to all forms of bills of lading, and fulfilling 
their obligations thereunder, is regarded by the courts as a 
legal procedure, and affording such documents all the protection 
before the law that is given to other forms of written instru- 
ments. 

Measure of Damages at Destination 


Colorado.—Question: In the Legal Department Column of 
your paper, will you kindly advise your opinion on the question 
as to whether the railroads will allow the consignees to make 
a profit on goods lost or damaged. In other words, the recent 
Supreme Court ruling was that settlement should be made at 
the market value of the goods at destination, at the time when 
the goods should have arrived, instead of the former ruling, 
which was invoice value of goods at time and place of shipment. 

One counsel has voiced an opinion as follows: “By the 
value of the property at destination is meant the market value, 
that is, the price at which the goods could have been sold at 
the time they should have arrived.” 

In other words, we are wholesalers; are we to be allowed 
to charge the railroad at the price at which we would have 
sold these goods to the retailer had we received them? 

Annswer: If you are the owner of the lost or injured ship- 
ment, and make claim for damages by reason of any fault or 
negligence in the carrier, you are entitled to recover on the 
basis of the value of the property at destination point named 
in the original bill of lading, less freight charges to that point; 
that is, the amount at which you could purchase the goods on 
the market at destination, and not the amount at which you 
might have resold the same to another consignee at some other 
point, since damages computed on the latter basis would be 
at their value at some destination point other than that covered 
by the original bill of lading, provided, of course, that the 
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original bill of lading did not stipulate delivery at the ultimate 
destination point—the one to which you resold the goods. 
Failure to File Tracer or Notice of Claim 


Ohio.—Question: On August 38, 1918, the Crucible Steel 
Company of America, located at Cincinnati, shipped us a bar of 
%-inch high-speed steel. There were no letters out on tracing 
this shipment until December 27, 1918, at which time the Cruci- 
ble Steel Company notified the American Railway Express Com- 
pany that the shipment had not arrived at destination, and this 
letter would serve as a preliminary claim until information was 
at hand to file a claim in the proper form. This was twenty- 
four days after the four months’ period for filing claim, which 
we consider would be a reasonable length of time after the 
four months’ period which the American Railway Express Com- 
pany allows for filing claim. Our claim was duly filed on Feb- 
ruary 21. Z 

This claim has been returned to us several times, and we 
are herewith inclosing you copy of letter of the American Rail- 
way Express Company to us in which they return our claim 
at the same time. We would like to have you advise us, from 
the information given, what your decision would be. 

Answer: Your letter and file indicate that the shipment 
moved by express and that neither tracer nor claim was filed 
in writing within four months after a reasonable time for de- 
livery had elapsed, and, as the uniform express receipt contains 
such a requirement, which has been upheld by the Interstate 
Commerce Commission and the courts, it is our opinion that 
the express company is not liable. 


Damages in Delayed Shipment 


Oklahoma.—Question: Shipment from Cleveland, O., bill of 
lading dated October 28, 1919, to Tulsa, one vertical 48-inch 
diameter by 10 foot 7%-inch high boiler, arrived Tulsa December 
27, boiler loaded in merchandise car, Cleveland, carded Toledo 
transfer, waybill not dated until November 6. Exhaustive 
efforts made to trace shipment without success. Excessive de- 
lay of boiler necessitated the purchase of duplicate boiler here, 
and when boiler from Cleveland finally arrived same was re- 
turned to shippers. 

Claim has been filed for freight charges covering outbound 
and return movement of boiler from Cleveland, plus difference 
in invoice price of boiler from Cleveland and the one purchased 
locally. 

Our contention is that claim is proper and that shipment 
did not move “with reasonable dispatch” as contemplated under 
section 3 of conditions of uniform bill of lading, and that failure 
to so move places responsibility on carrier for damages as set 
out in claim. Carrier alleges that claim is not one of liability 
and may not be legally allowed, for the reason there was no 
agreement to deliver property at a specified time. 

Answer: The carrier must deliver goods within a reason- 
able time, but is not an insurer of the time when a particular 
shipment will be delivered at destination, unless it especially 
contracted to do so at the time of accepting the goods for ship- 
ment, or personally knew of the circumstances which required 
expedition in their delivery. If a shipment is not delivered in 
the time usually required for doing so, a prima facie case of 
negligence is made out against the carrier, but it may show in 
defense that the delay was caused by circumstances over which 
it had no control, and for which the law will excuse the carrier. 
In addition, a carrier is not liable for such damages as have 
occurred after delivery and refusal by consignee to accept, 
since a consignee is not justified in abandoning a shipment on 
the ground of its delay, unless such delay caused the shipment 
to become wholly worthless, that is, without any market value. 


Shipment Billed Under Wrong Car Number and Initial 


Michigan.—Question: Under date of June 3, the A railroad 
spotted a car at our warehouse which we loaded with a num- 
ber of L. C. L. shipments. Car was pulled out of our yards 
on the following day by the same carrier and hauled to their 
switching yards, and was to be pulled out that night. Bills of 
lading were receipted for and the billing clerk made out the 
billing and placed them in the bill box. The conductor of the 
train received the billing and pulled his train out that night, 
but when he arrived at the next station found that he did not 
have the car in his train, so he left the billing at that station. 

On the same day the B railroad placed a car at our ware- 
house, and we also filled this car with flour to go to a point 
in the New England states, this being a straight carload. Now, 
we billed this car out correctly, with the exception that the 
same car initial and number as the car we received from the 
A railroad was placed on the bill of lading. This car was pulled 
out the same day that the A railroad pulled their car out. It 
so happened that the B railroad went over to the A railroad 
and took the A railroad’s car, saying that they had the billing. 
Of course, we made a mistake by giving the A railroad’s car 
number on the bill of lading, but nevertheless we maintain 
that A had no right to give up this car without first determining 
what billing was correct. The car went over to the wrong place 


and we were obliged to pay $259 additional freight charges 
Nothing 


in order to get the shipment to the proper consignee. 
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was said to us in regard to the other car by the B railroad fo, 
ten days, having allowed this car to remain in their yards tha; 
long. When it finally did come to our attention, we got busy 
and discovered too late what had happened. Who, in your opin. 
ion is liable for damages maintained? 

Answer: We think you are right in the position you take 
and that if you presented your claim informally to the Inte;. 
state Commerce Commission, against both carriers A and B, 
the Commission would allow you a refund of the overcharges 
on the ground that the carrier misrouted the L. C. L. shipment. 


Receipt by Consignee Not Conclusive 


New York.—Question: If we sign for freight in car before 
it is received and after it is received and unloaded, have we 
a claim against the railroad if there is any shortage or damage? 
If so, please cite previous rulings or law governing. 

Answer: It is a well-established rule of law that a bill of 
lading by the carrier, acknowledging receipt of goods for trans. 
portation, is not conclusive as to the quantity, quality or con. 
dition of the goods delivered to the carrier, and does not estop 
it from showing that the goods were otherwise than that de. 
scribed in the bill of lading. This by reason of the fact thar 
that portion of the bill of lading which recites the quality, 
quantity or condition of the goods is in the nature of a mere 
receipt, and may be qualified or explained by parole evidence. 
This same rule applies to a receipt given by the consignee to 
the carrier after delivery of the goods, and the consignee may 
show that the goods delivered were less in quality, or in con- 
dition, other than that stated in the receipt. In the case of 
Mears vs. N. Y. N. H. & H. R. Company, 75 Conn. 171, where 
a consignee of goods employed an express company to cart the 
goods to his home, and its agent at the depot looked at the 
box containing the goods, and signed a clear receipt, making no 
complaint, the court held that the consignee was not precluded 
from showing that the goods were damaged. While such re. 
ceipt is prima facie evidence of the facts recited, yet it may be 
rebutted by evidence showing that the goods were not open 
to inspection or visible at the time they were receipted for— 
Foley vs. Lehigh Valley R. Company, 96 N. Y. S. 182. 


Injury to Property from Operating Train 


North Carolina.—Question: We loaded a car of bakery sup- 
plies consisting of various items; while loading the car in free 
time the railroad company shifting engine ran into our car, 
pulling it out on the yard and shifting it around and then put- 
ting it back where it was at the beginning, with the result that 
one bottle consisting of one gallon flavoring was broken and 
contents destroyed. The railroad company claims we have no 
right to file claim, because they had not signed the bill of 
lading. It appears to us that we should have a right in some 
way to recover our loss. 

Answer: A bill of lading is a written acknowledgment, 
signed by a carrier, that it has received the goods therein de- 
scribed from the shipper, to be transported on the terms 
therein expressed to the described place of destination, and 
there to be delivered to the consignee or parties therein des- 
ignated; that is, it is a contract to carry and deliver the specific 
thing named therein. This bill recites the condition under 
which the goods are carried and the liability of the carrier for 
failing to fully perform the same for which it is compensated 
and consequently determines the rights of the shipper and the 
duties of the carrier in the transportation of the goods. But 
the obligation of a carrier as such are matters entirely apart 
from the duties that a railroad owes to the general public, in 
the safe operation of its trains. For instance, a railroad com- 
pany is liable for injuries done to one’s property in the opera 
tion of its trains, even though such person never shipped 2 
pound of merchandise over its line. While you were not the 
shipper of its line, so far as it affected the particular car you 
were loading at the time of the injury sustained, yet a railroad 
company has no more right than an individual to so use its 
property as to cause special injury to particular property without 
making compensation for the injury. 


Limitation of Liability by Water Carriers 


Massachusetts.—Question: When a question of loss arises 
on ordinary import merchandise and the steamship company 
is unable to produce the goods applying on bill of lading which 
is held by consignee, can the steamship take umbrage for 
responsibility of loss by referring consignee to clause on ocean 
bill of lading limiting their responsibility to a certain figure much 
less than invoiced value of goods? 

Answer: A recent case on this subject is Frederick Leyland 
& Co., Ltd., vs. Hornblower, 256 Fed. 289. The court held that 
it is competent for a steamship company as a carrier of goods 
to limit its liability to a certain amount in case of loss or dam- 
age, even as against its own negligence, where the valuation 
is the basis on which freight is charged, and this fact was fully 
known to the shipper. 

It was also held that a proviso in the bill of lading limiting 
liability of a carrier to a certain amount raises a presumption 
that the shipment was made upon the agreed valuation, and 
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that opportunity was afforded of shipping at a higher valuation 
by payment of a higher rate. 
Minimum Weight on Grain and Grain Products 


Texas.—Question: On page 983 of your May 29 issue 

“Washington” brings up the question of minimum on corn and 
corn products; beg to advise that we disagree with you on your 
interpretation of the rules governing the minimum of this com- 
modity. For exhibit: “Southwestern Line Tariff 32-R, I. C. C. 
No. 1292, Supplement No. 17, page 6; see item 36, page 113, of 
ariff.” 
We understand that freight rate authority No. 16368 in- 
structed various agents of Southwestern Line tariff to amend 
their tariff so as to make clear that the marked capacity of 
the car ordered will be protected, as specifically provided in 
item 36 of the Southwestern Line Tariff 32-R. 

We are also in possession of a copy of freight traffic depart- 
ment circular 1163, authority file 3297-18, signed by F. R. Dal- 
zell, general freight agent of the G. C. & S. F. Railway Company. 
This circular instructs that this emergency order (minimum 
of grain and grain products) makes no provision for canceling 
the specific rules of the tariff, and it was not so intended, nor do 
the tariffs so authorize. This ruling was handed down by 
Messrs. Chambers and Thelen, February 12. 

We will appreciate very much if you will give this matter 
your further consideration and let us hear from you through 
the columns of your issue. 

Answer: Freight rate authority No. 16368 authorized the 
publication of the emergency minimum on grain and grain prod- 
ucts and makes no mention of rule covering furnishing of cars 
at variance with shipper’s orders. The special emergency sup- 
plements do not cancel the specific rules of the tariffs, but, in 
our opinion, they do supersede and set aside such specific rules 
during the lifetime of the emergency minimum. In this con- 
nection your attention is directed to the provisions shown at 
the top of page 6 of supplement 14 of S. W. L. Tariff 32-R, 
reading in part as follows: “The minimum weight and rules 
and regulations applicable thereto established by this supple- 
ment will apply * * * in lieu of the minimum weights, rules 
and regulations applicable thereto in this tariff or effective sup- 
plements thereto. This, in our opinion, has the effect of sus- 
pending the rules and regulations (including those in item 36, 
page 1138, of the tariff) shown in the tariff during the period 
in which the emergency minimum rule is in effect. 

Effective September 1, 1920, the old minimum weight items, 
rules and regulations will again become effective unless the 
emergency item is continued beyond that date. 


Minimum Weight on Grain and Grain Products 


Washington.—Question: We note your ansewr to “Wash- 
ington,” page 983, May 29, issue, which states in substance that 
the rule carried in Great Northern Tariff 440-B, probably read- 
ing the same in 440-D, does not apply on shipments other than 
subject to rule 34 of Western Classification No. 56, Consolidated 
Classification. 

We wish to take exception to your interpretation. The 
G. N. tariff G. F. O. 550-B provides, on page 11, the minimum 
weight on wheat, rye, flaxseed, millet seed, barley and corn 
should be 80,000 pounds for 80 M capacity cars. If the ship- 
per has but 60,000 pounds of wheat to ship we contend that 
he has the privilege of ordering a 60 M capacity car and if the 
railroad delivered an 80 M capacity car, the railroad would be 
compelled to protect the 60,000 pounds minimum, as provided 
for in Tariff 440-B, above referred to. Of course, we recognize 
the special supplement raising the minimum to marked ¢Ca- 
pacity, but not less than 40,000 pounds, is effective until August 
31, 1920, only unless the extension of time is permitted by the 
Interstate Commerce Commission, but we claim if the Inter- 
state Commerce Commission should cancel the special supple- 
ment tomorrow the shipper would have the privilege of order- 
ing a small car and. if a larger one were furnished, would 
be only at the railroad’s convenience. 

Relative to your correspondent’s question, will say the ques- 
tion of minimum weight on flour and feed is now before the 
Interstate Commerce Commission and we expect an early dis- 
position of the question by the Commission. 


Answer: In our answer to “Washington,” shown on page 
985 of The Traffic World for May 29, 1920, we said that the 
tule in G. N. Tariff G. F. O. 440-B (now published in G. F. O. 
44)-D) covering furnishing of cars does not apply on shipments 
of grain or mill products subject to the emergency minimum 
Weight rule, but covers articles on which the minimum weight 
varies in accordance with size of car used, such as articles on 
Which the minimum weight is subject to rule 34 of Western 
Classification 56 Consolidated Classification No. 1). It will be 
hoted that we merely cited the articles subject to rule 34 as 
one of the classes in connection with which the rule in question 
Will apply. We did not say that the rule would only apply in 


connection with articles subject to rule 34, as inferred by you. 
As a matter of fact, there are numerous cases in which the rule 
in question can be used, and the one cited by you is one of them. 

Prior to the publication of the emergency minimum rule 
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in Gt. Nor. Tariff G. F. O. 550-B, the rule covering the furnishing 
of cars at variance with shipper’s orders was applicable in 
connection with minimum weight items 6 and 7 of that tariff. 
In our opinion, however, it cannot be applied in connection 
with the emergency minimum weight item. By referring to 
the title page of the special minimum weight supplement you 
will find a provision reading in part as follows: “The minimum 
weights and rules and regulations applicable thereto, estab- 
lished by this supplement will apply * * * in lieu of the 
minimum weights, rules and regulations applicable thereto in 
the tariff or effective supplements to the tariff.” This, in our 
opinion, has the effect of suspending the rules and regulations 
(including those named in Gt. Nor. G. F. O. 440-D) shown in 
the tariff, during the period in which the emergency minimum 
rule is in effect. 

Effective September 1, 1920, the old minimum weight items, 
rules and regulations will again become effective unless the 
emergency item is continued beyond that date. 


Minimum Weight on Grain and Grain Products 


Minnesota.—Question: It has been brought to our attention 
that under the new minimum weight in carlots of grain and 
grain products ruling, that when we order a 40-cap. car for 
flour loading and the railroad furnished us with a 60-8-cap. 
car, we are obliged to pay freight on the capacity of the car, 
even though the bill of lading is marked “40-cap. car ordered, 
larger car furnished account railroad company’s convenience.” 

We have gone through the tariffs, but cannot find any ref- 
erence made to this difficulty. Would appreciate it very much if 
you would enlighten us on this matter if you are able to do so. 
Will be very glad to have you quote us tariff references, if 
any, covering shipments of this kind. 

Answer: Under the emergency minimum weight items, 
rules and regulations covering grain and grain products, which 
have been in effect since November or December, 1919, the 
minimum weight on grain has been marked capacity of car and 
on grain products 60,000 pounds, with certain exceptions when 
small cars are furnished or when cars are loaded to full-space 
capacity. The old rules with respect to furnishing cars at 
variance with shiper’s orders, etc., do not apply in connection 
with the emergency minimums, and charges are based on the 
size of the car used. Under the present tariff provisions the 
emergency minimum weight: items, rules and regulations will 
expire with close of business on August 31, 1920, permitting 
the old minimum weights, rules and regulations to become 
effective again on September 1, 1920. 

The emergency minimum weight items, rules and regula- 
tions are now carried, for the most part, in special blanket 
supplements published by each tariff issuing agent or individual 
line to cover tariffs containing grain and grain products’ rates 
published by such agent or individual line. 


Collection by Carriers of Demurrage Charges in Excess of 


Amount Realized from Sale of Goods 


Pennsylvania.—Question: A car of pit posts shipped to a 
point and turned down by our first customer, on account of 
quality; $110 demurrage accrued on the car at this point. After 
the car was at this point 18 days, it was ordered reconsigned 
to another customer on the same railroad, freight and demur- 
rage following, at which time it accrued $670 demurrage, being 
on hand at the second point three months and three days. At 
this time the carrier ordered the car to be unloaded in order 
to release equipment. 

The writer is under the impression that there is a ruling 
stipulating that after a certain percentage of the value of a 
shipment has accrued in demurrage that shipment shall be un- 
loaded and disposed of by the carrier without further notice. 
In the case at hand this shipment was handled by an employe 
who, we are glad to state, is no longer in our employ, and the 
carriers are asking us to make payment of freight and demur- 
rage charged on this car, total $899.64. 

You wiil, therefore, see that the charges on this care ac- 
crued several times its value, the shipment amounting to about 
$150. We are wondering if we cannot argue against the rail- 
road company along the lines above mentioned, in case there 
is a ruling of the above kind. We might add that the railroad 
company was authorized to dispose of this car to the best ad- 
vantage prior to the date that the car was forwarded to the 
point on their line to be unloaded. 

Answer: The sale of goods held for payment of freight 
charges is regulated by statutes of the several states. 

There is, however, considerable conflict of authority as to 
whether a carrier has a lien on goods for demurrage charges 
and can thereby sells the goods for the payment thereof. In 
the case of the Baltimore & Ohio R. R. vs. Luella Coal & Coke 
Co., 81 S. E. 1044, it was held that the carrier has a lien upon 
a shipment for both freight and demurrage accruing after notice 
to the consignor of the consignee’s refusal to accept the ship- 
ment, and in Bawley-Darst Coal Co. vs. Western & A. R. Co., 
87 S. E. 702, it was held that where a common carrier waives 
prepayment and the consignee refuses to take the goods and 
pay the transportation charges, and the carrier, in strict coen- 
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formity with law, sells the goods to enforce its lien for charges, 
and there is a balance due, the consignor is liable to the carrier 
and that this liability of the consignor under such circum- 
stances applies as much to a charge for demurrage as to a 
freight or other lawful charge which the carrier is bound to 
collect. See also Miller-Vidor Lumber Co. vs. A. T. & S. F. R. R. 
Co., 192 S. W. 354, and Penna. Co. vs. W. A. Fraser, 175 Ill. App. 
645, to the same effect. 

Under these decisions, which seem to be in accord with 
the weight of modern authority, the carrier can collect the bal- 
ance of the charges due on the shipment in question. 


CAR OPERATION STATISTICS 


The Trafic World Washington Bureau 


The weekly report of the A. R. A. commission on car serv- 
ice on revenue freight loaded for the week ending July 31 shows 
the following number of cars loaded by regions: 

Eastern, 221,796 as compared with 221,013 of previous week; 
Allegheny, 188,051 as compared with 190,715; Pocahontas, 38,849 
as compared with 35,431; Southern, 126,582 as compared with 
124,390; Northwestern, 157,063 as compared with 158,891; Cen- 
tral Western, 120,421 as compared with 123,875; Southwestern, 
61,366 as compared with 60,962.. Total, 914,128 as compared with 
915,277. 

The report shows that there were 17,275 fewer cars of grain 
and grain products loaded in the week ending July 31 for the 
country as a whole than in the same period of 1919, the figures 
for 1920 and 1919 being 39,840 and 57,115, respectively. There 
was an increase in loading of coal, the figures on that commodity 
being 184,294 for 1920 and 181,507 for 1919. 

On L. C. L. merchandise there was an increase in loading 
of 47,888 cars, the figures for the week ending July 31, 1920, 
being 181,164 and for the same period of 1919, 133,276. On 
livestock there was a decrease of 1,454 cars, the figures for the 
two periods being 26,488 and 27,942 for 1920 and 1919, respec- 
tively. On forest products there was an increase of 881 cars, 
the figures for 1920 and 1919 being 64,753 and 63,872, respec- 
tively. On ore there was an increase of 2,080 cars, 73,917 cars 
having been loaded in week of July 31 this year and 71,837 in 
same period of 1919. Coke also showed an increase, 15,819 cars 
for week ending July 31 this year as compared with 9,109 in 
same period of 1919. There was a decrease of 41,786 cars in 
loading of “miscellaneous,” 327,853 this year as compared with 
369,639 in same week of 1919. 

The railroads of the country loaded a total of 4,351,363 cars 
in the five weeks ending July 31, as compared with a total of 
4,279,343 for July, 1919, according to tabulations from statistics 
of the A. R. A. commission on car service. 


Accumulation of freight cars in excess of current move- 
ment is now less than it has been at any time this year with 
one exception. The total was 84,949 for the week ending August 
6, as compared with 90,571 the week before. There was one 
week in February when the accumulation was below 84,000. 
The reduction is said to be due mainly to the decrease in the 
number of cars held for local destination from 23,765 to 16,612. 

Deferred car requisitions, which have been showing de- 
creases in recent weeks, amounted to 132,370 for the United 
States and Canada for the week ending August 1, an increase 
over the preceding week. For the United States alone the total 
was 125,810, of which 45,059 were coal cars. The increase in 
deferred car requisitions is attributed to the increased demand 
for cars to move the new crops. 

Reports have been compiled showing the average miles per 
car per day, which the railway executives are endeavoring to 
bring up to 30. The average for June was 25.1, as compared 
with 21.4 for June, 1919. For May the average was 24.1 as com- 
pared with 20.1 for May, 1919; for April, 19.7 as compared with 
19.9; for March, 23.4 as compared with 19. By districts the re- 
ports show: Eastern, 22.5 in June as compared with 22.1 in June, 
1919; Allegheny, 17 as against 17.5; Pocahontas, 41.3 as com- 
pared with 31.3; Southern, 25.8 as against 21.8; Northwestern, 
25.9 as against 23.8; Central Western, 29.9 as against 22.8; 
Southwestern, 25.8 as against 16.7. 

The semi-monthly bulletin of the A. R. A. commission on 
car service showing percentages of freight cars on line to 
ownership as of August 1, Class 1 roads, gives the total per- 
centage for the Eastern district as 104.09 as compared with 
98.5 August 1, 1919; Allegheny, 105.6 as compared with 100.9 
last year; Pocahontas, 71.6 as compared with 83 last year; 
Southern, 90.3 as compared with 91.9 last year; Northwestern, 
97.8 as compared with 103.4 last year; Central Western, 95.7 as 
compared with 109.2 last year; Southwestern, 100.8 as compared 
with 121.4 last year. Grand total all districts, 98.9 as compared 
with 101.2 last year. Canadian roads, 91.7 as compared with 
90.6 last year. 

The car service commission’s summary of general condi- 
tions as of August 12 follows: 

Box Cars: Demands continue heavy for box cars from all points, 
and are increasing, due to heavy grain movement. Good progress is 
being made on the transfer of box cars from eastern and southeastern 
roads to western lines in order to put on these lines a supply of box cars 


more nearly equal to their owership and make available additional sup- 
ply for grain loading. The watermelon movement is now over in 
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southeastern territory, but it is necessary to give special attention t 
the handling of ventilated equipment by loading such cars to or in 
direct route to owners that they may be available for the fall perish. 
able loading. ’ 

Automobile Cars: The movement of this class of equipment is no} 
receiving the attention the situation demands and reports continue t 
reach us of improper loading. The handling of this class of equipmen 
in accordance with car service rules should be strictly adhered to ey. 
cept when cars may be moved loaded or empty for Michigan, uppe; 
Indiana or Ohio, where loading is available. 

Stock Cars: Demands continue heavy for stock cars required ty 
move perishable freight from the Southwest, and material assistanc 
is now required in building up the supply of stock cars in the North. 
west where range cattle and sheep will start to move in a very short 
time. This class of equipment should be handled with the least pos. 
sible delay and moved promptly to this territory. 

Refrigerator Cars: Reports indicate that requirements for refrig. 
erator cars are being reasonably well protected. It is necessary, hoy. 
ever, that movement of these cars be given special attention as the de. 
mand may be expected to become active in the very near future, to 
the end that expeditious movement be accorded. 

Flat Cars: The movement of agricultural implements has now 
reached its peak and flat cars should be handled as expeditiously as 
possible to insure reasonable car service for these shipments which 
must move within season. There is also a heavy demand for flats jy 
the Southern territory to protect shipments of logs and timber, , 
large amount of which is stored and deteriorating through a lack oj 
transportation. 

Open Top Cars: In the first half of August production of bituni- 
nous coal will show slight improvement over the last half of July. 
The movement of empty coal cars from western to eastern lines is now 
progressing on a very encouraging basis, but it will be necessary to 
continue present orders in effect for some time before the excess east- 
ern cars in the West are relocated to the home roads. The demand for 
mill cars in the steel loading districts still continues very heavy but 
some improvement has been noted during the past week in the car 
supply, this being particularly true in and around Pittsburgh. Special 
instructions have gone forth to all railroads to rush the release ani 
expedite the homeward movement of this type of equipment. The is- 
suance of Service Order 12 by the Interstate Commerce Commission 
continuing in effect the restrictions against placing coal cars for other 
commodities should result in a continuance of the present favorable 
rate of coal production. Other commodities such as sand, gravel, stone, 
etc., will continue curtailed as a temporary emergency measure, but 
these can be protected when the movement is not materially out oj 
line to the coal fields, and in cases of emergency special permits wil! 
be issued by the Interstate Commerce Commission to cover move- 
ments in the opposite direction. 


TIDEWATER COAL SHIPMENT 


The Trafic World Washington Bureau 


As a result of a conference in Washington this week be. 
tween Daniel Willard, chairman of the Advisory Committee of 
Railway Executives, D. B. Wentz, president of the National Coal 
Association, and representatives of the commission on car serv: 
ice of the A. R. A., tidewater coal-carrying lines, various tide 
water coal exchanges, and the American Wholesale Coal Trade 
Association, steps will be taken to reduce to a minimum the 
accumulation of cars of bituminous coal awaiting transshipment 
at tidewater and the number of cars required in regular service 
in that traffic. The following statement was made August 19 
by the commission on car service regarding the conference: 

“The conference considered particularly the report of a 
special committee of the National Coal Association in the mat- 
ter of the shipment of tidewater bituminous coal and unazi- 
mously reached the conclusion that such changes should be 
made in the regulations of the Tidewater Coal Exchange, which 
handles shipments through New York, Philadelphia and Bialti- 
more, as would result in penalizing the holding of bituminous 
coal by individual members of the exchange beyond the free 
time permitted in established tidewater coal demurrage tariffs. 
The meeting unanimously agreed that, as the only effective 
means of adequately controlling the situation, all tidewater 
coal-carrying lines should immediately embargo the movemett 
of tidewater coal and simultaneously provide for the acceptance 
of such traffic only upon permits to be issued by the Tidewater 
Bituminous Coal Terminal Railroad. It was recognized that 
the issue of permits must depend, in the first instance, upo 
transportation conditions on the railroads concerned, but beyond 
this it was unanimously agreed that no permits should be 
granted except upon definite showing that the coal, upon ar 
rival at the pier at tidewater, would be unloaded into vessels 
with reasonable promptness, this ability on the part of the per 
mittee to be ascertained by his showing as to vessels under 
charter and his record in meeting conditions of permits here 
tofore issued. The meeting also agreed, without dissent, thal 
the issue of permits should be to loading mines with the provr 
sion made that if the amount to be loaded was exceeded, the 
mine so violating the permit should be penalized in its car sup 
ply so long as coal so billed without permit remained uncol 
signed elsewhere and undisposed of. The purpose of the 4 
rangement is to prevent unnecessary delay to equipment and 
to promote transportation, and these recommendations are (0 
be utilized with that in mind.” 


NOTE ISSUES AUTHORIZED 


The Commission has authorized the Pittsburgh & Lake Erie 
to issue two ninety-day notes for $500,000 and $425,000, respec 
tively, for the purpose of renewing outstanding note:. 


THE DAILY TRAFFIC WORLD is always senl 
as first-class mail (except to subscribers in the Chicago 
loop), thus insuring prompt and regular delivery. 
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COAL PRODUCTION REPORT 


The Trafic World Washington Burcau 


Dumpings of bituminous coal at Lake Erie ports increased 
57,383 tons during the week ending August 7, the second week 
of operation under Service Order No. 10, as amended, according 
to the weekly report of the Geological Survey, Department of the 
Interior, on the output of bituminous coal, dated August 14. The 
total for the week ending August 7 was 832,701 net tons, of which 
795,969 tons were cargo coal and 36,732 vessel fuel. This was 
the largest tonnage handled in any week this season, but was 
short of the maximum performance in earlier years, dumpings 
in the corresponding week of 1918, for example, being 1,025,000 
tons. 

“The cumulative lake movement since the opening of navi- 
gation now stands at 7,647,000 tons, as against 13,190,000 in 1918 
and 14,375,000 in 1919,” the report says. 

“The year 1920 is thus about five and a half million tons 
behind 1918 and six and three-quarter million behind 1919. 

“The figures of dumpings at ports given above are perhaps 
less fair as a test of the effectiveness of Service Order No. 10 
than are the reports of cars leaving the mines for lake destina- 
tions, because the order did not go into force until July 26, and 
a certain time had to elapse before coal shipped under it could 
reach the lakes. Reports to the American Railroad Association 
indicate the following situation at the end of the first and second 
weeks’ operation of the order: 


Short at end of first week (July 31).......... 4,546 cars 
Short at end of second week (August 7)...... 8,232 


“As the initial assessments under the order totaled 3,840 
cars per day, the movement may be said to have been about 1.2 
days in arrears at the end of the first week and 2.1 days in 
arrears at the end of the second week. 

“Shipments on August 9 exceeded the daily quota.” 

Total dumpings of tidewater shipments during the first week 
of August at the four north Atlantic ports and Charleston, ac- 
cording to reports furnished to the Survey by the American Rail- 
road Association, were 27,464 cars. This was almost the same 
as the dumpings of the preceding week and 3,844 cars greater 
than the July average. There was a decrease in the movement 
to Hampton Roads, 9,394 cars, as compared with 10,512 the pre- 
ceding week. There was an increase at the other four port, the 
dumpings for the week of August 7 being as follows: New York, 
8,925; Philadelphia, 4,291; Baltimore, 4,580, and Charleston, 274. 
These figures include coal destined for bunker, for: New Eng- 
land, or other coastwise and local use, and export. 

Statistics supplied the Geological Survey by the Tidewater 
Bituminous Coal Statistical Bureau show that during the first 
week of August the movement to New England reached 256,000 
net tons, while exports were 490,000 net tons. This was at a 
monthly rate of 1,100,000 tons to New England, and 2,060,000 tons 
for export. In June, the latest month for which complete figures 
are available, the New England movement was 772,000 tons, and 
the exports 2,175,000 tons. The first week of operation of Service 
Order No. 11 thus saw a slight reduction in exports and a de- 
cided increase in the tonnage to New England. The latter, how- 
ever, was still somewhat short of the goal of 1,250,000 net tons 
per month fixed by the order. 

The rail movement of bituminous coal to New England in- 
creased again during the week ended August 7. Reports fur- 
nished the Geological Survey by the American Railroad Associa- 
tion place the number of cars forwarded to New England destina- 
tion through the five Hudson River gateways of the Harlem 
River, Maybrook, Albany, Rotterdam and Mechanicsville, at 6,732. 
With the single exception of the week of July 24, when 7,033 
cars were forwarded, this was the largest of the present year. 
It was 2,089 cars, or 45 per cent, greater than the corresponding 
week of 1919. 

The total output of bituminous coal the week ending August 
Tis estimated at 10,334,000 net tons, or 546,000 tons less than that 
of the week before the day men’s strikes in the coal mines. 
Little improvement was observed in the car supply, according 
to the report. 

Discussing the coal supply situation, the National Coal Asso- 
ciation, in a statement issued August 14, said: 

“Advices to the National Coal Association from the Ore and 
Coal Exchange at Cleveland, through which the movement of coal 
from bituminous mines to the Great Lakes for transshipment to 
the northwest, under priority order No. 10 of the Interstate Com- 
merce Commission, is being handled, indicate that there has been 
an appreciable increase in coal shipments during the last two 
weeks. Other advices show that the movement of coal to relieve 
the acute situation in New England has advanced to a point 
where ample coal is being dumped at tidewater ports and shipped 
all-rail, to meet New England’s requirements. 

“Although the flow of coal from bituminous mines to the 
Great Lakes in the last two weeks has been below the require- 
Ment, as laid out in the schedule evolved by the operators and 
Tailroad executives, still there has been such an improvement as 
to impel those handling the situation to believe that the shortage 
in the northwest will be overcome before the close of lake navi- 
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gation in November. To do this the Pennsylvania Railroad Sys- 
tem, the Wheeling & Lake Erie and one or two others of the 
railroads running out of coal fields that supply the northwest, 
must accelerate the movement of cars to the mines. Up to this 
week they have failed to live up to the schedule fixed. As 
against this, the Baltimore & Ohio, Chesapeake & Ohio, Norfolk 
& Western, and other roads, have given approximately the sup- 
ply of cars required of them.” 

In a report on railroad fuel stocks the Survey says: 

“The railroads consume 28 per cent of the soft coal mined, 
and normally hold about the same proportion of the total quan- 
tity of coal in storage. Data on Railroad-fuel stocks from July 
1, 1916, to January 1, 1919, are given in the following table: 


Stocks of bituminous coal held by railroads for fuel, excluding 
coal in transit* (net tons): 


Eastern Western Southern 
Date District District District Total 
. ee. ae 6,115,000 2,246,000 824,000 9,185,000 
Jammery 1. 2987 scccscees 3,981,749 2,234,345 427,388 6,643,482 
RE eae 3,622,000 3,068,000 486,000 7,176,000 
Janmmery ©, W916 ....00 00s 4,051,193 3,960,269 878,789 8,890,251 
CS Se aa 3,797,000 4,849,000 1,310,000 9,956,000 
Jamaary 4,. 1920 .csccsess 4,736,693 7,111,268 1,796,741 13,643,702 


(*) Complete data on railroad fuel stocks are available for Janu- 
ary 1 of the years 1917, 1918 and 1919. For the other dates, the figures 
given are estimates of the total based on actual reports from roads 
normally carrying over 90 per cent of the stocks. 


“Tt will be seen that stocks of railroad fuel ranged during 
the two and a half years covered by the table from a minimum 
of 6,643,000 tons to a maximum of 13,644,000 tons at the beginning 
of 1919. 

“In comparison with these figures the stocks held by the 
railroads in the first half of 1920 were small. Data furnished 
the Geological Survey by the American Railroad Association indi- 
cate that 124 of the principal carriers had on hand on February 
29, 1920, in cars and in stock piles, 4,275,348 net tons of coal, and 
that on May 31 their holdings had decreased to 3,411,348 tons. 
The questionnaire used in obtaining these statistics asked spe- 
cifically for “Tons in cars,’ and “Tons in stock piles.” Many 
roads furnished also the tons in chutes, and it is probable that 
others included the quantity in chutes under the caption, “Tons 
in cars.” As not all of the quantity in chutes was obtained, 
however, the figures are somewhat short of the total amount of 
fuel coal held by the railroads. Allowing for the small roads 
not reporting, the results of the inquiry may be summarized as 
follows: 


Stocks of bituminous coal held by railroads for fuel, in cars and in 
stock piles, February 29, and June 1, 1920 (in net tons): 


Eastern Western Southern 
Date District District District Total 
February 29, 1920 ....... 2,290,000 1,880,000 614,000 4,484,000 
PE Ti, TE 68 aa sacneeees 1,461,000 1,840,000 443,000 3,744,000 


“These figures, although not strictly comparable with the 
data for previous years, indicate clearly that railroad-fuel stocks 
on February 29, 1920, were far below those of the years imme- 
diately preceding. Yet from February 29 to June 1, 1920, largely 
as a result of the switchmen’s strike, the stocks continued to 
decline. The decrease has been most pronounced in the eastern 
district. While stocks are low in the southern district, they are 
still about as high as they were from January 1 to July 1, 1917. 
In the western district also they are not far below the level of 
July, 1916, and January, 1917. Furthermore, stocks in the west- 
ern district decreased but little from March 1 to June 1, 1920. 

“Like other eastern carriers, the New England roads reported 
stocks far below their customary holdings in the last four years. 
On February 29, 1920, they had on hand, in cars and in stock 


’ piles, 365,000 tons, sufficient on the average for about three weeks 


and two days’ operation. Between February 29 and June 1 their 
stocks declined 30 per cent, reaching on the latter date, 254,000 
tons, or about two weeks’ and three days’ supply. 

“Depleted stocks of railroad fuel are particularly significant 
to the general consumer because they point to the probability 
that the railroads will have to confiscate coal or assign cars 
freely, measures which necessarily interfere with the regular de- 
liveries of coal to other users.” 


CONTRACT FOR GERMAN ROUTES 


The Trafic World Washington Bureau 


Approval of a contract that has been entered into between 
the American Ship and Commerce Corporation and officials of 
the Hamburg-American Line of Germany, whereby American 
vessels will operate in the trade routes of the German com- 
pany, was announced by the United States Shipping Board 
August 16. The statement issued by the board reviews the 
steps which led up to the making of the contract and the prin- 
cipal features thereof. 

“The United States Shipping Board more than a year ago 
concluded that the pre-war facilities, experience and good-will 
of the Hamburg-American Line, which before 1914 was the 
premier steamship company of the world, could be utilized for 
the general advantage of the American merchant marine,” the 
statement said. 

“With this object in view they arranged for Mr. W. G. 
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Sickel, then representing the Hamburg-American interests in 
this country, but now an official of the United American Lines, 
Incorporated, which company operates all the ships of the Amer- 
ican Ship and Commerce Corporation, those of American-Hawai- 
ian Steamship Company and likewise a large number the prop- 
erty of the government, to visit Germany with the view of 
ascertaining if their conclusions could be carried out in a prac- 
tical manner. 

“In the due course of time Mr. Sickel reported to the board 
with the result that a draft of a contract was prepared between 
the Shipping Board and the Hamburg-American Line with the 
idea of reopening at least some of the trade routes formerly 
operated by the Hamburg interests but in a purely American 
way. Likewise arrangements were made for Dr. Wilhelm Cuno, 
director-general of the Hamburg-American Line, and two of his 
fellow directors to come to this country. 

“After careful consideration, the Shipping Board, while 
still favorable to the general idea, decided that it would be 
better in the long run if the agreement was made between the 
Hamburg-American Line and a private American company 
rather than that the Shipping Board itself be a direct party 
to such a contract, but at the same time to be prepared to assist 
the American end if such an arrangement could be consum- 
mated. 

“After protracted negotiations, Dr. Cuno and his associates, 
with the knowledge and approval of the Shipping Board, con- 
cluded a contract with the American Ship and Commerce 
Corporation. 

“The following is a summary of the arrangement, a com- 
plete copy of which is on file with the Shipping Board and has 
their sanction and.support. 

“The agreement is in two parts—a general agreement cov- 
ering the principles of the arrangement and an operating agree- 
ment supplementary thereto covering in more detail the method 
of carrying it out. The general agreement covers the estab- 
lishment of freight and passenger services: 

a. Between United States and Germany with intermediate ports of 


all. 
b. Between Germany and ports of the world other than the United 


States. 

“Bach service is considered as a unit and the fundamental 
principle of the agreement is that each service is an enterprise 
in which each party shall have the right to participate with 
an equal amount of tonnage. 

“The American Ship & Commerce Corporation and its sub- 
sidiaries shall act as agents for Hamburg-American Line in 
U. S. ports and Hamburg-American Line as agent for American 
Ship & Commerce Corporation in German ports, but each party 
may establish its own office in the country of the other to 
supervise the activities therein. 

“Each company may appoint its own agents and establish 
its office in countries outside of the United States or Germany. 

“The port and office organizations and pier facilities of 
each are put at the disposal of the services. 

“The American Ship & Commerce Corporation may trans- 
fer for execution to any other United States company any 
service and the Hamburg-American Line may. transfer for exe- 
cution to other German companies any service, but the two 
parties remain responsible for carrying out such service. Pro- 
‘vision is made for termination in the event of future war 
between the United States and Germany and for revision in 
event thé laws of either country should so require. Provision 
is made for revision also in the event that the operations result 
in ‘injustice to either party. : 

“Provision is made for settlement of any dispute by arbitra- 
tion. The term of the agreement is for twenty years, but may 
be extended if desired. 

“The operating agreement covers the arrangements for the 
establishment of passenger service between United States and 
German ports. 

“The American Ship & Commerce Corporation agrees within 
one year to supply passenger ships not exceeding 40,000 tons 
gross register, to which Hamburg-American Line cannot add 
unless mutually agreed that the business warrants an addition. 
if the growth of the business warrants an addition, the Ham- 
burg-American Line may, if they have the ships, add ships until 
they have 50 per cent, after which each party is limited to 50 
per cent. Provision is made for withdrawal and utilization of 
tonnage if overtonnaged. In the design and construction of 
passenger ships the Hamburg-American Line gives the Amer- 
can Ship & Commerce Corporation all the technical knowledge 
and experience at its disposal. 

“For freight services between the United States and Ger- 
many each party has the right to supply one-half the tonnage 
required for each service, but if the Hamburg-American Line 
has not the tonnage for its half, the American Ship & Commerce 
Corporation may supply it. 

“The American Ship & Commerce Corporation fixes rates 
on eastbound traffic and the Hamburg-American Line on west- 
bound traffic. 

“For freight service between Germany and countries other 
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than United States each service is to be taken up and consiq. 
ered independently. The Hamburg-American Line is to propose 
each service which the American Ship & Commerce Corjporg. 
tion may accept or not as it chooses. If it chooses to inay. 
gurate such service each party may put in one-half the tonnage 
required, but if either party does not put in its half it can only 
enter additional tonnage up to its 50 per cent, if the require. 
ments of the service make an addition necessary. The American 
Ship & Commerce Corporation may request that any service be 
proposed if such proposition is not made by Hamburg-American 
Line. If any service requires additional tonnage after estap. 
lishment each party has the right to add to it up to its 50 per 
cent if it has not already 50 per cent, or, if both have 5() per 
cent, the right to addition is equal. 

“The Hamburg-American Line having ordered certain ships 
constructed, amounting to about 185,000 tons, prior to the agree. 
ment, reserve the right, after giving one year’s notice as to 
when they will be ready to insert these particular ships pro. 
rata in the freight services established within its proportion of 
50 per cent. 

“Provision is made for the withdrawal of tonnage in event of 
erate tae of any service in proportion to the amount each 

as. 

“Provision is made for the withdrawal of tonnage if oper. 
ating at a loss or at no profit or if not to its interest to continue, 
but if so withdrawn the party withdrawing may not re-enter 
if the other party carries the burden of building up the service, 
but if both parties withdraw the service may be established as 
originally. 

“Provision is made for putting at the disposition of either 
party the port and wharfage facilities of each and for giving 
wharfage rates at prevailing rates. 

“The war clause of the general agreement is elaborated 
to cover the contingency of war between either United States 
and other powers than Germany or Germany and other powers 
than United States. 

“Provision is made for highest classification of ships en- 
tered in any service. 

“The above summary should give an excellent idea of the 
arrangement. There is no Germany money in the American 
end of the business in any place nor is there any agreement, 
expressed or implied, for German investment in any of the 
American companies. 

“To begin to carry out the passenger arrangements the 
American Ship & Commerce Corporation have just purchased 
from the Shipping Board the steamer ‘DeKalb’ and have let a 
contract for reconditioning her to carry third class passengers 
and freight. 

“Instructions have also been given for the conversion into 
third class passenger ships of the two new thirteen-knot ships 
now building by the Merchant Shipbuilding Corporation. All 
these ships should be ready for service early in 1921. 

“Plans are being made for new passenger ships to carry 
first, second and third class passengers, which it is proposed 
to construct. 

“Mr. R. H. M. Robinson, vice-president of American Ship & 
Commerce Corporation, and president of the Merchant Ship- 
building Corporation, will probably visit Germany shortly in 
connection with the design of these ships and other phases of 
the agreement and other announcements will be made from time 
to time as developments warrant. 

“The Shipping Board will now look forward to seeing one 
of its constructive plans carried out by an American group 
having initiative, resource and courage, who plan to make Amer- 
ican shipping their life’s work, and have expressed their desire 
and intention to help the upbuilding of these trades. 

“The Jones act, just passed, puts it in the power of the 
Shipping Board to be of real assistance in doing this and the 
American people may look forward to a logical, sound and 
constructive growth in this branch of the American merchant 
marine.” 


RICHMOND-NEW YORK SERVICE 


In announcing, August 17, the arrival of the Lake Frances 
at Richmond on its first trip from New York, opening the serv- 
ice of the Richmond-New York Steamship Co., Chairman Benson 
of the Shipping Board congratulated the people of Richmond on 
the beginning of their first ocean steamer line. In an address 
at Richmond J. Harry Philbin; acting manager of the Ship Sales 
Division, conveyed the views of Admiral Benson and expressed 
the purposes of the Shipping Board in establishing and main- 
taining new routes and services. The Richmond-New York 
Steamship Co. at present has two vessels, the Lake Frances and 
the Lake Sterling, each 3,000 deadweight tons, which ply. weekly 
between the two cities. This service replaces the local line 
maintained between Richmond and Norfolk by the Old Domin- 
ion Line, which withdrew six months ago. It is contemplated 
that as soon as business ~varrants two additional ships will be 
put into service. A James River route between Norfolk and 
Richmond is now being developed by Richmond commercial in- 
terests, which is expected to start within a few weeks. 
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August 21, 1920 


THE 


INCREASED WATER RATES 


The Trafic World Washington Bureau 


The petition filed with the Shipping Board, division of regu- 
jation, by A. D. Stebbins, chairman, committee of coastwise 
steamship lines operating along Atlantic and Gulf coasts, asking 
permission to increase rates on all-water traffic (see Traffic 
World, August 14) follows: 

“The following carriers, Baltimore-Carolina S. S. Co., Clyde 
Steamship Company, Mallory Steamship Company and Merchants 
and Miners Transportation Company, operating coastwise serv- 
ice along the Atlantic and Gulf Coasts, publish and file with 
the United States Shipping Board their port to port rates, fares 
and other charges applicable on all-water traffic between and at 
the ports which they serve; also publish and file joint all-water 
rates and fares in connection with other carriers subject to the 
jurisdiction of the said board. 

“Your petitioners also publish and file with the Interstate 
Commerce Commission proportional rates and fares between the 
ports for application on interstate traffic not covered by through 
rates, Which said proportional rates are substantially the same 
as the local port to port rates between the same points. 

“The Baltimore Steam Packet Company and the Chesapeake 
Steamship Company, operating all-water service between Balti- 
more, Md., and Norfolk, Va., the Ocean Steamship Company of 
Savannah, operating all-water service between Savannah, Ga., 
and New York, N. Y., and Boston, Mass., also the Southern 
Pacific-Atlantic Steamship Lines (Morgan Line), operating all- 
water service between New York, N. Y., and New Orleans, La., 
and Galveston, Texas, do not file their rates of fares with the 
United States Shipping Board, and are subject only to the juris- 
diction of the Interstate Commerce Commission under the 
Panama Canal Act. 

“The Interstate Commerce Commission in Docket No. 74 
(Ex Parte) dated July 29, 1920, authorized certain increases in 
the rates, fares and charges of railroads and steamer lines 
under their jurisdiction within the Continental United States. 
In the opinion of the Interstate Commerce Commission in the 
above docket No. 74 (Ex Parte) on page 2538, they state: 


There have been filed in this proceeding applications for increased 
rates by a number of boat lines. The record shows that the expenses 
of the boat lines have increased in general at least in the same pro- 
portion as expenses of the railroads. Authority is therefore granted 
to boat lines subject to our jurisdiction to increase their rates to the 
same extent as increases are herein granted to railroads operating 
between the same points or in the same territory. 

“Under authority of the above quotation your petitioners 
will increase their proportional port to port rates and fares filed 
with the Interstate Commerce Commission, and their through 
joint water-and-rail rates and fares to the same percentages of 
increase as authorized by the Interstate Commerce Commission 
in the all-rail rates, fares and charges to, from and at the same 
points. 

“Attached hereto and filed as Exhibit ‘A’ is the report of 
the Interstate Commerce Commission in Docket No. 74 (Ex 
Parte) in which the increased rates applicable to all rail lines 
and steamship companies under jurisdiction of the Interstate 
Commerce Commission is authorized. 

“Your petitioners further state that the expense of the boat 
lines have increased in general at least to the same proportion 
as the expenses of the railroads. The increased cost of opera- 
tion, caused by the increases in the cost of materials, supplies, 
labor, and in fact every cost incident to transportation, has put 
upon the coastwise carriers the burden of operating at a financial 
loss, which is emphasized by statement of operating revenues 
and expenses as per exhibit ‘B’ attached. 

“In order to preserve a proper relation between the all-rail, 
rail-and-water and the proportional port to port rates, fares and 
charges, it is essential so far as practicable, that the port to 
port rates, fares and charges of carriers by water be advanced 
as great a percentage as is made in the all-rail rates, as well 
as the all-water rates of those steamer lines subject only to 
the jurisdiction of the Interstate Commerce Commission, and 
that the advances therein should take effect contemporaneously 
with those accorded to the rail lines, which is not later than 
August 26, 1920, and to be made effective by the same form of 
lariiff publication authorized by the Interstate Commerce Com- 
mission for the rail lines. 

“Wherefore, your petitioners respectfully ask that they be 
Siven authority under Section 18 of the Federal Shipping Act 
of September 7, 1916, to increase their all-water rates, fares and 
charges which are subject to the jurisdiction of the United 
States Shipping Board, by the same percentage in which the all- 
rail rates, fares and charges between and at the same points 
are advanced, to wit: 

Freight Rates 


Between North Atlantic Ports, including Norfolk, Va., and north 
thereof; between Norfolk, Va., and Baltimore, Md.. and between Bos- 
ton, Mass., Providence, R. I., and Washington, D. C., and -Alexandria, 

a., 40 per cent. 
.. Between North Atlantic Ports (north of Norfolk, Va.), and 
South Atlantic Ports, 33% per cent. 

Between North Atlantic and Gulf Ports, 331g per cent. 

Between South Atlantic Ports (Norfolk, Va., to Jacksonville, Fla., 
Inc.), 25 per cent. 
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Between Mobile, Ala., and Tampa, Fia., 25 per cent. 
Between Galveston, Texas, and Key West, Fla., 3343 per cent. 


Terminal Charges Covering Transit, Weighing, Diversion, Reconsign- 
ment, Lighterage, Floatage, Stcrage and Transfer 

At the North Atlantic Ports, Norfolk, Va., and north thereof, 
40 per cent. 

At South Atlantic Ports, scuth of Norfolk, Va., to Jacksenville, 
Fla., Inc., 25 per cent. 

At Gulf Ports, Mobile, Ala., to Key West, Fla., Inc., 25 per cent. 

At Galveston, Texas, 35 per cent. 

Passenger Fares 

To advance all passenger fares and charges, including standard, 
local or interline fares, excursion, convention and other fares for 
special occasions, commutation and cther multiple forms of tickets, 
20 per cent. 

Excess baggage rates, 20 per cent. 


“There are numerous tariffs involved containing a large 
number of pages, and if the increases were to be made by re- 
issue of all of these tariffs, it would materially delay the publi- 
cation of the increases and would not permit their being filed 


- to become effective simultaneously with the increases in the 


all-rail and rail-and-water rates, fares and charges between and 
at the same points. Wherefore, petitioners respectfully ask that 
your honorable board waive their published tariff rules 3-(i) 
and 4-(a) of tariff circular No. 1 and permit the publication of 
the increased rates therein prayed for in special blanket supple- 
ment similar to the supplement authorized by the Interstate 
Commerce Commission, in providing increased rates via all-rail 
and water-and-rail routes. 

“Your petitioners further represent that the said increased 
rates, fares and charges for which authority is sought will be 
published in reissue of present tariffs where practicable, or in 
consecutively numbered supplements to each of the tariffs to 
which the proposed blanket supplement will be issued as 
petitioned in next proceeding paragraph. 

“Regardless of our revenue requirements we cannot ask the 
establishment of higher rates on port to port traffic than those 
granted to the all rail lines and the water lines subject to the 
Interstate Commerce Commission, and therefore this applica- 
tion has been necessarily delayed in order that the increases 
petitioned for by your petitioners might be specifically stated.” 

The resolution and order of the Shipping Board relative to 
ithe hearing on the applications of the water carriers, August 
18, follows: 

WHEREAS, Interstate water carriers operating on the Atlantic 
ocean, Gulf of Mexico, and Great Lakes, and subject to the jurisdic- 
tion of the United States Shipping Board, have filed applications or 
tariffs proposing to increase rates, fares and charges materially in 
excess of the rates, fares and charges now on file with the Board, and 

WHEREAS, Protests have been lodged against such proposed ad- 
vances by shippers and commercial organizations, and 

WHEREAS, the Board deems it necessary that shippers and 
other interested persons be given an opportunity to be heard in the 
premises, 

NOW, THEREFORE, IT IS ORDERED, That interstate water 
carriers which have filed, or may hereafter file such proposed ad- 
vances be directed to suspend the application of said advances pend- 
ing the conclusion of the proceeding hereinafter mentioned: that in 
order to avoid a multiplicity of proceedings, all applications for ad-; 
vances be consolidated, and that the Board hereby institutes a pro- 
ceeding of inquiry and investigation into the reasonableness of said 
advances, said proceeding to be conducted as follows: First, >that 
the public and carriers operating on the Atlantic and Gif Coasts be 
heard; second, and immediately following, that the public and car- . 
riers operating on the Great Lakes be heard, 

IT IS FURTHER ORDERED, That this proceeding be set down 
for hearing at_10 o’clock on Wednesday the eighteenth day of Au- 
gust, 1920, at Washington, D. C., before Examiner H. E. Manghum, 

AND IT IS FURTHER ORDERED, That a copy of this order be 
forthwith served upon each of said carriers and published in the 
press to the end that all interested parties may be given due notice 
in the premises. 


Increases on Lake Traffic 

Increases in freight rates on lake traffic from 20 to 40 per 
cent were asked August 16, in applications filed with H. E. 
Manghum, division of regulation, U. S. Shipping Board, by Great 
Lakes carriers. The companies and the increases asked fol- 
low: Wisconsin Transit Company, passenger, 20 per cent, and 
freight, 30 per cent; Pere Marquette lines steamers, passenger, 
20 per cent, and freight, 40 per cent; Detroit and Cleveland Navi- 
gation Company, passenger, 20 per cent, and freight, 20 per 
cent; Great Lakes Transit Corporation, freight, 40 per cent: 
Goodrich Transit Company, freight, 40 per cent; Graham and 
Morton Transportation Company, freight, 21 per cent; Cleve- 
land and Buffalo Transit Company, passenger, 20 per cent, and 
freight, 40 per cent; Chicago, Racine and Milwaukee Line, 
freight, 30 per cent; Michigan Transit Company, freight, 40 per 
cent. 

Hearings on the applications followed the presentation 
of the case of the Atlantic and Gulf coast carriers. 

A. D. Stebbins, president of the Merchants and Miners 
Transportation Company, at the hearing before Examiner H, FE. 
Manghum, division of regulation, United States Shipping Board, 
August 18, on the applications of water carriers for permission 
to increase their rates on all-water traffic in interstate com- 
merce, said the percentage of increase asked by his company 
and the others engaged in operations along the Atlantic and 
Gulf coast, would not bring in enough additional revenue to 
vield a fair return on the investment. 

Mr. Stebbins said the water carriers had to confine their 
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application to the percentages of increase allowed to rail car- 
riers by the Interstate Commerce Commission in order that 
existing rate relationships might be maintained. He said if 
the Shipping Board authorized increases less than those asked 
“the whole established rate structure from Eastern ports to 
South and Southeastern territory, which is of long standing, 
will be disrupted, for by use of the all-water rates from eastern 
cities to Savannah, Ga., in addition to the local rail rates be- 
yond, such total of local rates will be considerably lower than 
the through rates from eastern cities to many interior South- 
ern points.” 

The Clyde Steamship Company suffered a net deficit of $1,- 
357,953 in 1919, Mr. Stebbins said, the Mallory Steamship Com- 
pany had a net deficit of $643,165 and the Merchants and 
Miners, $791,552. 

For the first six months of 1920 the deficit of the Mer- 
chants and Miners was $694,196, the witness said. The com- 
pany had estimated that if the increases asked were permitted 
to become effective, plus the increases allowed by the Inter- 
state Commerce Commission on traffic under its jurisdiction, 
the total amount of increased revenue would be $1,019,051 for 
six months, he said. This would produce net earnings of ap- 
proximately $325,000 for the six-month period or $650,000 for 
a year, he said. Operating expenses would be increased 
from $300,000 to $600,000 a year, he said. The book assets of 
the company as of June 30, 1920, were given as $3,842,419 but 
the witness said this did not represent the present value which 
he said was reflected more accurately in the insured or as- 
sessed valuation of $6,016,129. His conclusion from these figures 
was that the net income possible under the rates petitioned for 
would not give the company sufficient revenue to yield a fair 
return on its investment. 


George P. Wilson, of the Philadelphia Chamber of Com- 
merce asked whether the Merchants and Miners would use any 
part of the increased revenue for additions to the fleet of the 
company. 

“I don’t see any net revenue in sight,” replied Stebbins. 

Wilson said he assumed the witness was basing that be- 
lief on the assumption that the volume of tonnage would not 
increase. Stebbins said the company could not hope to carry 
much more tonnage in the future than in the past six months 
when its business had been exceptionally heavy because of 
embargoes on the rail lines. 

“We are quite anxious to see the line extend its facilities 
and to handle more tonnage to the south,” said Wilson, adding 
that such tonnage had been offered the company but that it 
had been declined. Stebbins said the company was not going 
after new business when it was losing money on the business 
that it had. 

Questioned by William J. Pitt, traffic manager of John 
Lucas & Co., Inc., Philadelphia, Pa., and chairman of the traf- 
fic committee of the Paint Manufacturers Association of the 
United States, the National Varnish Manufacturers’ Associa- 
tion and the Philadelphia Paint, Oil and Varnish Club, as to in- 
creasing the service offered by the company, Stebbins said any 
inference that the company was not attempting to improve its 
service was erroneous. Pitt said the company in the past had 
operated a fleet of twenty-five boats but that now it had only 
fourteen in service. He asked when the company planned to 
restore the original service. Stebbins said that was a matter of 
policy for the company to settle. 


Pitt asked that Stebbins be required to furnish figures 
showing the cost to the company of handling freight at the com- 
pany’s terminals. Stebbins said he could not see that that 
entered into the case but at the request of Examiner Manghum 
he said he would supply the information. 

A. E. Patterson, representing the Panama Railroad Steam- 
ship line, made a brief statement in support of that company’s 
petition for an increase of 10 per cent in rates. A. J. Outer- 
bridge, representing the Quebec Steamship Company, asked 
permission to increase passenger fares between St. Thomas and 
St. Croix, Virgin islands, approximately 30 per cent. He said 
no increase in freight rates was being asked. 

Mr. Stebbins, discussing further the necessity for main- 
taining existing relationships, said unless the increases asked 
were authorized, the established proportional rates filed with 
the Interstate Commerce Commission, which he said were sub- 
stantially the same as the port-to-port all-water rates, would be 
higher for the same service than the all-water rates, thereby 
causing discrimination and forcing a readjustment of through 
rates where made on combination of locals. 

“The rates from New York, Philadelphia and Baltimore to 
Savannah, Ga., are the same, beginning with a scale of 82 cents 
first class,” he said. “This rate will advance to $1.09% from 
New York in connection with the Ocean Steamship Company, 
whereas if the rates petitioned for are denied, the rates from 
Baltimore and Philadelphia to Savannah will remain as now 
publiished—the 82-cent scale—thereby discriminating against the 
New York shippers. 

“The situation with regard to Jacksonville is substantially 
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the same in principle, as is also the rates between New York 
and Galveston as between the Southern Pacific Company and 
Mallory Steamship Company. 

“Also the storage charges at the various ports on through 
traffic will be advanced, while if the increases petitioned for 
are denied, it will have the effect of causing a discrimination 
in the charges for this service. 

“Also the established basis for construction of through pas- 
senger fares will be disrupted, there being now in effect through 
fares based on combination of local fares. These through inter. 
state fares being governed by the Interstate Commerce Com- 
mission will be advanced, and may be defeated by purchasing 
a ticket, for example, from New York, Philadelphia or Baltimore 
to Savannah and another ticket from Savannah to destination.” 

J. T. Green, of New York, representing the Clyde and Mal.- 
lory lines, said that unless the water carriers were permitted 
to increase their rates in the same proportion that the rail 
lines will increase their charges under authorization of the 
— Commerce Commission, a chaotic rate situation would 
result. 

Mr. Pitt questioned J. D. Sweeny, general freight agent of 
the Merchants and Miners Transportation Company, as to em- 
bargoes placed by that company. Sweeny said the embargoes 
were necessary because there was not sufficient ship space to 
take care of the traffic. He also said that embargoes were 
placed on carload lots, so that more less-than-carload traffic 
could be handled, and he admitted that the earnings on the 
latter class of traffic was larger than on the former traffic. 

The hearing was concluded Thursday. Examiner Manghum 
will recommend to the board that it act on the applications 
before August 26, when the rail increases become effective and 
when the water carriers want their increases to go into effect. 
Representatives of shippers directed their questioning to the 
point of better service from the water carriers. 

The navigation companies on the Great Lakes were repre- 
sented by L. G. Lewis, of the Detroit & Cleveland Navigation 
Company; Charles B. Hopper for the Goodrich Transit Com- 
pany; H. R. Rogers, for the Cleveland & Buffalo Transit Com- 
pany, and F. A. Stanley, for the Great Lakes Transit Company. 
Those who were engaged in passenger as well as freight traf- 
fic said that no increases had been asked for passenger traffic 
because the season was about to close. 

R. G. Lewis, of the Detroit & Cleveland Navigation Com- 
pany, said the biggest item of increased cost and operation 
was soft coal, which was now $10 a ton. 

Chas. B. Hopper, of Chicago, representing the Goodrich 
Transit Company, said that the increases asked in port-to-port 
rates averaged 40 per cent, including storage charges and stop- 
over. 


“Unless we are allowed additional revenue, we will show 
a large deficit this year,” Mr. Hopper said. 

H. R. Rogers, of the Cleveland & Buffalo Transit Com- 
pany, said that the added revenues were needed to pay a por- 
pond of the increased operating expenses, totaling about 29 per 
cent. 


F. A. Stanley, of the Great Lakes Transit Company, said 
that as an instance of the need of additional revenue, the price 
of coal had increased more than 100 per cent. Last year his 
company used 76,000 tons, and this year they are paying $10 
per ton, or an addition of $776,040 per year, he said. 


PROGRESS OF THE PORT OF LIVERPOOL 


(Consul Horace Lee Washington, Liverpool, England, July 9, 1920.) 

A comparative statement has been issued by the Mersey 
Docks and Harbor Board showing the number and tonnage of 
vessels which paid rates to the board, together with the amount 
of rates and dues received on vessels and goods for the two 
years ending July 1, 1920. 

The number of vessels paying dock tonnage rates. and har- 
bor rates for the year ending July 1, 1920, was 17,115, com- 
pared with 12,372 in 1919, an increase of 4,743. The tonnage 
of these vessels was 16,521,363, an increase of 4,197,363 over 
1919. This tonnage represents the total net register tonnage of 
vessels paying rates to the board inward or outward. To arrive 
at the total tonnage which entered and left the Mersey it is 
necessary to double the figures. The approximate total tonnage 
inward and outward for the year just ended would therefore be 
33,042,726 tons. 

The rates received on vessels amounted to $5,823,390, an 
increase over 1919 of $485,297. The rates and dues on goods 
totaled $7,031,314, an increase of $1,521,399. The rates on both 
vessels and goods give a grand total of $12,854,704, an increase 
of $2,006,701. 


CHANGE IN DOCKET 


Hearing in No. 11623, in the matter of intrastate passenger 
fares of the New York Central Railroad Company between cer- 
tain points in the state of New York, assigned for August 20 
at New York, was canceled. 
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August 21, 1920 THE 


PENALTY CHARGE SUSPENDED 


The Trafic World Washington Bureau 


After urgent representations by a special committee of the 
National Industrial Traffic League, headed by J. H. Beek, execu- 
tive secretary, the Commission late August 18 suspended item 2, 
page 3, supplement 2, Fairbanks’ I. C. C. No. 8, assessing a 
$10 penalty on open top cars and all cars loaded with coal and 
coke. The Fairbanks’ tariff was to become effective August 19. 
The provision for the establishment of the penalty charge was 
made in special permission No. 50321, issued by the Commission 
August 2 (see Traffic World, Aug. 7, p. 261). 

Mr. Beek said the committee had agreed to meet Daniel 
Willard’s advisory committee of railway executives in New York 
August 26 to arrange proper charges in lieu of those suspended. 

A formal attack on the $10 a car a day penalty storage 
charge on lumber and forest products was made August 18 in a 
complaint filed by the Central Wisconsin Supply Company, 
Beaver Dam, Wis., vs. the Great Northern, it being alleged that 
the charge is unjust and unreasonable and that it discriminates 
against the lumber trade. 

“Credit is due to Daniel Willard for valuable assistance in 
obtaining the suspension of the penalty charge on open top 
equipment,” said Mr. Beek. “When I interviewed him in New 
York Monday last and asked him to join in a request on the 
Commission, he consented cheerfully and emphasized his earnest 
desire for a settlement of ali points of difference in conference 
with shippers as represented by the National Industrial Traffic 
League. He is the type of executive who can make private 
ownership popular and successful.” 

Members of the special committee said that the majority 
of shippers throughout the country were under the impression 
that, under the part of the special permission involved, the 
emergency penalty charge of $10 per car per day for detention 
to all open top cars and cars loaded with coal and coke applied 
only to such cars as were held for reconsignment. They pointed 
out that in addition to applying the penalty charge on such 
cars held for reconsignment it would also apply on all open 
top cars loaded with any commodity and on all cars loaded 
with coal and coke held for loading, unloading or any other 
cause beyond the 48-hour free time, and that the penalty charge 
was in addition to the regular demurrage charges. 

The following statement was prepared by the special com- 
mittee and submitted to Division No. 5 of the Commission: 

“With all due deference to the members of the Commission 
and railroad representatives, we respectfully venture to suggest 
that they have failed to comprehend the full effect of special 
permission No. 50321 upon the industry of the country. 

“The small committee which met with Division No. 5 in 
Commissioner Aitchison’s office July 30, understood the ten 
dollar penalty charge was to apply on open top cars and 
cars loaded with coal and coak when held for re-consignment, 
the same as then applied to cars loaded with lumber held for 
re-consignment. 

“In fact, the daily newspapers and traffic periodicals have 
stated that special permission 50321 applied only to cars held 
for re-consignment. 

“We assert with confidence that, if given an opportunity, 
we could demonstrate that it will penalize a very large per- 
centage of shippers in order to reach a very small percentage 
who may mis-use equipment. 

“Some detention of cars is inevitable and unavoidable at 
times in all industries. That is particularly true in times 
of irregular transportation service such as now exists. Nothing 
that human ingenuity can devise or ordinary business foresight 


provide can prevent the detention of equipment beyond the © 


48-hour free time, particularly when the carriers’ deliquency 
results in the delivery on certain days of an accumulation of 
cars, delayed in transit, greatly in excess of the number ordered 
and shipped daily, according to the consignees’ capacity to 
unload. 

“In the interests of better transportation service, elimina- 
tion of classification and yarding in transit by carriers, and 
to accomplish quicker movements to destination, during the 
present emergency, it has been customary for many industries 
to receive inbound fuel and other materials and ship outbound 
Products in solid trainload lots. The assembling in trainload 
lots, which has been done by the industry, either voluntarily 
or at carriers’ request, at some demurrage penalty, must, under 
the $10 penalty charge, be discontinued. This is most regret- 
table at the present time when solid train movements have been 
recognized as accomplishing much to reduce time in transit 
and bring about a greater use of the limited supply of avail- 
able equipment. 

“The $10 penalty will be a superimposed charge independent 
of demurrage and its application is subject to only three of 
the rules of the national demurrage code. This frequently 
brings about a situation where opposite rules apply on the 
Same car, thus causing a compiexity of handicaps and penal- 
ties which it is impossible to avoid. We urge that any change 
aimed to accomplish the prompt release of equipment should 
be imposed as demurrage subject to all the rules of the na- 
onal demurrage code, and that such a charge should be no 
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greater than is actually necessary to accomplish the result 
sought. 

“The effect of the penalty charge cannot be definitely 
determined in advance, but may be approximated by the applica- 
tion of this charge to the 1919 record of one plant submitted as 
typical. On a total of 59,839 cars handled inbound and out- 
bound, the average detention was 1.06 days. Ninety per cent 
of these cars (actual figures) were released before the expira- 
tion of 48 hours’ free time. The remaining ten per cent were 
detained beyond the free time for various reasons, including 
strikes, frozen lading and other unavoidable causes. Had the 
$10 penalty charge been applied to this detention it would have 
penalized the industry $107,650, in addition to the regular de- 
murrage charges, and would not have accomplished any earlier 
release of equipment. 


“In view of the far-reaching effect of special permission 
50321, we respectfully urge the suspension of Supplement No. 
2 to J. E. Fairbanks, I. C. C. No. 8, effective August 19, 1920. 
In this necessarily brief statement it has been impossible to 
give the Commission the benefit of much pertinent information 
which the League can and will produce if opportunity is af- 
forded at any formal or informal conference, either with the 
Commission or representatives of the carriers.” 


The special committee selected to present to the carriers 
and the Commission the protest of the National Industrial 
Traffic League to the $10 penalty charge was composed of the 
following: Chas. Rippin, H. C. Crawford, J. P. Daly, C. L. Lingo, 
J. L. Roney, N. H. Kendall, F. E. Williamson, C. Orchard, H. 
D. Rhodehouse, F. T. Bentley, W. A. Prinson, Ben Stone, R. S. 
French, J. H. Beck. 


A full discussion of the effect of Special Permission No. 
50321 was had at a joint meeting of the executive and de- 
murrage committees of the League in Chicago, August 10, 
when the following were present, the statement to the Com- 
mission set forth: 


J. M. Bellville, traffic manager, Pittsburgh Plate Glass Co., 
Pittsburgh, Pa.; C. J. Austin, traffic manager, New York Pro- 
duce Exchange, New York City; F. H. Baer, traffic commissioner, 
Chamber of Commerce, Cleveland, O.; E. J. Bachman, traffic 
department, Morris & Co., Chicago, Ill.; M. N. Billings, assist- 
ant traffic manager, Illinois Steel Company, Chicago, Ill.; Geo. 
A. Blair, general traffic manager, Wilson & Co., Chicago, II1.; 
R. M. Field, manager, traffic department, Association of Com- 
merce, Peoria, Ill.; R. S. French, general manager and sec- 
retary, National League of Commission Merchants, Washing- 
ton, D. C.; Carl Giessow, general manager, Joint Traffic Bur- 
eau, New Orleans, La.; J. P. Haynes, traffic commissioner, 
Chamber of Commerce, Sioux City, Ia.; C. L. Lingo, traffic man- 
ager, Inland Steel Company, Indiana Harbor, Ind.; E. C. Nettels, 
traffic manager, Postum Cereal Company, Battle Creek, Mich.; 
U. S. Pawkett, secretary and traffic manager, Chamber of Com- 
merce, San Antonio, Tex.; Chales Rippin, Traffic Commissioner, 
Merchants Exchange, St. Louis, Mo.; H. D. Rhodehouse, Traf- 
fic Manager, Chamber of Commerce, Youngstown, O.; Frank 
E. Williamson, Traffic Commission, Chamber of Commerce, 
Buffalo, N. Y.; E. C. Wilmore, traffic manager, Sefton Manu- 
facturing Corporation, Chicago, Ill.; W. H. Day, Jr., general 
secretary and traffic manager, Chamber of Commerce, Lynn, 
Mass.; A. C. T. Moore, traffic manager, Southern Pine Company, 
New Orleans, La.; Charles Orchard, traffic department, Carnegie 
Steel Company, Pittsburgh, Pa.; M. H. Strothman, assistant 
trafic manager, Washburn-Crosby Co., Minneapolis, Minn.; 
J. L. Roney, general traffic manager, American Rolling Mill Co., 
Middletown, O.; A. F. Vandegrift, manager, traffic department, 
Board of Trade, Louisville, Ky.; Herman Mueller, traffic director, 
St. Paul Association, St. Paul, Minn.; F. S. Keiser, traffic com- 
missioner, Commercial Club, Detroit, Mich.; H. C. Crawford, 
traffic manager, Midvale Steel & Ordnance Company, Phila- 
delphia, Pa.; H. T. Hill, Association of Commerce, Chicago, 
Ill.; C. S. Bather, commerce counsel, Manufacturers’ and Ship- 
pers’ Association, Rockford, Ill.; W. A. Prinsen, traffic manager, 
Northwestern Dock Operators’ Association, Minneapolis, Minn.; 
J. P. Daly, traffic manager, Donner Steel Company, Buffalo, N. 
Y.; W. H. Kendall, commissioner, Coal Merchants’ Association, 
Chicago, Ill.; A. Mitchell, Wholesale Coal Association, Chicago, 
Ill.; J. H. Beek, executive secretary, National Industrial Traffic 
League, Chicago, III. 


No representations as to the first part of Special Permis- 
sion No. 50321 relating to reconsignment were made to the 
Commission, although it was intimated that some suggestions 
as to that part would be made later. 


The Commission order in I. and S. 1197, suspending the 
$10 penalty charge on all open-top cars and all cars loaded 
with coal and coke, follows: 


It appearing, That there has been filed with the Interstate Com- 
merce Commission by J. E. Fairbanks, agent, tariffs containing 
schedules stating new individual and joint rates and charges, and new 
individual and joint regulations and practices affecting such rates 
and charges to become effective on the 19th day of August, 1920, 
designated as follows: 

J. E. Fairbanks, Agent, Supplement -No. 2 to I. C. C. No. 8; 


It further appearing, That said schedules provide certain rules 
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and regulations and storage charges on open top cars and on all cars 
loaded with coal or coke, viz.— 
2. On all open top cars (except as provided in paragraph 

1) and on all cars loaded with coal or coke not released within 

the free time as prescribed in the National Car Demurrage 

Rules, J. E. Fairbanks, Tariff I. C. C. No. 8, supplements 

thereto or reissues thereof, a storage charge of $10 per car 

per day, or fraction of a day, will be made until car is re- 
leased; 

And it further appearing, That the rights and interests of the 
public appear to be injuriously affected thereby, and it being the 
opinion of the Commission that the effective date of the said pro- 
vision contained in said tariffs should be postponed pending hearing 
and decision thereon; ’ 

It is ordered, That the Commission, upon complaint, without 
formal pleading, enter upon a hearing concerning the lawfulness of 
the rates, charges, regulations and practices aforesaid. 

It is further ordered, That the operation of the aforesaid provision 
appearing in said schedules be suspended, and that the use of the 
rates, charges, regulations and practices therein stated be deferred 
upon interstate traffic until the 17th day of December, 1920, unless 
otherwise ordered by the Commission, and no change shall be made 
in such rates, charges, regulations and practices during the said 
period of suspension unless authorized by special permission of the 
Commission. 

It is further ordered, That the rates and charges thereby sought 
to be changed shall not be increased and the regulations and prac- 
tices thereby sought to be altered shall not be changed by any sub- 
sequent tariff or schedule, until this investigation and suspension 
proceeding has been disposed of or until the period of suspension and 
any extension thereof has expired, unless authorized by special per- 
mission of the Commission. 

And it is further ordered, That a copy of this order be filed with 
said schedules in the office of the Interstate Commerce Commission, 
and that copies hereof be forthwith served upon the carriers parties 
to said schedules and upon Agent J. E. Fairbanks and that said 
carriers parties to said schedules be, and they are hereby, made re- 
spondents to this proceeding, and that they be duly notified of the 
time and place of the hearing above ordered. 


DOINGS OF THE TRAFFIC CLUBS 


The National Freight Traffic Golf Association will hold a 
tournament at Hackensack Golf Club, Hackensack, N. J., Sep- 
tember 1 and 2. The tournament committee is composed of 
Frank W. Smith, chairman; H. Myers Bogert, R. A. Belding, 
D. N. Bates, E. P. Bates, H. H. Benedict, T. A. Gantt, H. B. 
McClellan, W. T. Chisholm. J. C. Lincoln is president of the 
association and J. S. Marvin is secretary. 


The Traffic Club of New York will hold a golf outing August 
24 at the Dunwoodie Country Club. 

The Traffic Club of Chicago had a golf outing at Midlothian 
Country Club August 20. There was bridge for the ladies in 
the afternoon and dancing in the evening. There was also a 
baseball game scheduled between a team of shippers, captained 
by H. E. MeNiven, and a team of railroad men, captained by 
C. H. Caswell. 





Personal Notes 





Dozier A. DeVane, counsel for the Florida state railroad 
commission, has resigned, effective September 1, to accept a 
position with the legal department of the American Bell Tele- 
phone and Telegraph Company in New York. Mr. DeVane has 
been counsel for the Florida commission for the last two and 
one-half years. 

R. A. Walton is appointed eastbound freight agent of the 
Wabash Railway Company, with headquarters in New York. 

J. Y. Bruce is appointed contracting freight agent of the 


Central of Georgia Railway Company, with headquarters at 


Macon, Ga., vice W. B. Nicholson, resigned to enter the service 
of another line. 

Cc. J. Acosta is appointed traffic manager of the Macon, 
Dublin & Savannah Railroad Company, with office at Macon, Ga. 

The Georgia & Florida Railway announces the appointment 
of H. J. Dymond, traveling freight agent, Cincinnati, O. 

A dinner was given at the Chicago Traffic Club August 17 
by a number of his friends for W. I. Laird, general agent, Chicago 
& Great Western Railroad, who is leaving Chicago to become 
assistant general freight agent at Des Moines, Ia., for the same 
line. 

F. A. McHale is appointed traffic manager of the Chevrolet 
Motor Company of Michigan, Flint, Mich., vice W. J. Bailey, 
appointed assistant traffic director, Chevrolet Motor Company, 
with headquarters in New York. 

Sam Herndon, for many years connected with the former 
Cincinnati, Hamilton & Dayton Railroad, now the Baltimore & 
Ohio Railroad, as chief clerk to general agent, freight depart- 
ment, and assistant general freight agent, has been appointed 
assistant to the traffic manager, Fred M. Renshaw, of the Cin- 
cinnati Chamber of Commerce. He succeeds Charles W. Mit- 
tendorf, who resigned recently to become traffic manager of the 
Chamber of Commerce at Hutchinson, Kan. Mr. Herndon served 
the government during the war as traffic representative in the 
field, under Major C. S. Benton, chief of the traffic branch of 
the Department of Military Aeronautics. 
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The Arkansas & Louisiana Missouri Railway Company, hay. 
ing acquired, through purchase, the Arkansas & Louisiana Mid. 
land Railway Company, heretofore operated by H. B. Hearn 
and H. R. Speed, receivers, announces the following executive 
and general officers: E. A. Frost, president, Shreveport, La. 
F. T. Whited, first vice-president, Shreveport, La.; G. S. Pres. 
tridge, second vice-president, Shreveport, La.; C. W. Nelson, 
vice-president, St. Louis, Mo.; S. H. Dowell, secretary-treasurer, 
Shreveport, La.; F. G. Hudson, assistant secretary, Monroe. 
La.; F. W. Scott, assistant to president, Huttig, Ark.; R. B. 
Fowler, general manager, Monroe, La.; R. R. Renfrow, auditor, 
Monroe, La.; G. C. Pyle, chief engineer, Huttig, Ark.; Hudson, 
Potts, Bernstein & Sholars, general attorneys, Monroe, La.: 
Gaughan & Sifford, attorieys for Arkansas, Camden, Ark.; J, f, 
Keenan, real estate, tax and insurance commissioner, Shreve. 
port, La. 


SHIPPING BOARD CHANGES 


The Trafic World Washington Bureay 


Admiral W. S. Benson, chairman of the United States 
Shipping Board, announces that Colonel Guy D. Goff, genera] 
counsel of the Emergency Fleet Corporation, has been ap- 
pointed general counsel of the Shipping Board. This action was 
taken in view of the fact that the merchant marine act has 
divested the Emergency Fleet Corporation of certain powers 
heretofore exercised by it, and has delegated such power to 
the Shipping Board. 

The legal departments of the Shipping Board and the 
Emergency Fleet Corporation heretofore have been kept sepa- 
rate, consisting of a legal department for the Shipping Board, 
an admiralty department and a legal department for the Emer. 
gency Fleet Corporation. The action now taken combines the 
legal departments of the Emergency Fleet Corporation and the 
Shipping Board under one head, with Colonel Goff as general 
counsel. Owing to the nature of the work of the admiralty 
division, this department will be kept separate from the regular 
legal division, and will operate under the head of Erskine Wood, 
acting admiralty counsel. It is understood that Robert A. 
Dean, general counsel of the Shipping Board, will be appointed 
as special assistant to Chairman Benson. 


BOATS FOR THE GREAT LAKES 


The Traffic Club of Chicago has adopted the following res- 
olutions relative to placing boats on the Great Lakes to relieve 
the congestion of grain at the lake ports: 


Whereas, It is a universally acknowledged fact that the trans- 
portation facilities of the country are not sufficient for the commerce 
oi the country; and, 

Whereas, Since 1914, on account of the war, and from the results 
following same, the carriers have been unable to keep themselves up 
to the needs of the country and now need billions of dollars, which 
will require years to expend before they can catch up with com- 
merce, the requirements of war having taken from the great lakes 
practically all of the vessels which could_be moved down the St. 
Lawrence River, and the passage of the Panama Canal act having 
deprived the railroads of the right to own and operate boats on the 
great lakes, forcing them to sell what few remained; and, ; 

Whereas, Private capital has not seen fit to enter this field and 
replace the boats thus lost; and, 

Whereas, There is a crying need on Lake Michigan for a wate! 
service to Lake Erie ports of package freighters which can also carry 
bulk grain; and, seas 

Whereas, Elevators at Lake Michigan ports are not being utilized: 
hox cars needed in the west, which are used to bring other products 
to Lake Michigan ports, now running through to the east, are ovel- 
burdening the already overburdened eastern lines; and water trans- 
portation, which could take part of this overburden to the east, would 
release western cars at these ports, making them available for west- 
bound movement of commodities and largely increasing car supply in 
the west, so greatly needed; therefore, co 

Be it Resolved, By the Traffic Club of Chicago, that the United 
States Shipping Board be requested to investigate the lake situation 
with a view, if possible, to placing thereon proper type steamers to 
assist water-borne traffic, both package and bulk, and recommend 
that, if this be done, the rate situation be gone into with the Intel- 
state Commerce Commission with a view to so adjusting through rates 
that the water route may be utilized to advantage by all concerned. 


CANADIAN MERCHANT MARINE 


(Consul General J. I. Brittain, Winnipeg, Manitoba) 


The Financial Times states that the establishment oi 4 
trade route on the Pacific side of Canada from Vancouver to the 
Far East has been definitely announced by the general manager 
of the Canadian government merchant marine. The route which 
has been decided upon is an extensive one, starting from Van- 
couver, thence to Shanghai, Hongkong, Singapore, Colombo, Cal- 
cutta, and ending at Rangoon. All of these will be made ports 
of call, provided there is sufficient inducement. It is expected 
that the first ship will sail from Vancouver early in September. 
and the vessels employed will be of the 8,300-ton type. It is e* 
pected that one ship a month, and more if inducement offers, 
will be dispatched. on 

With the inauguration of this service, the Financial Times 
remarks, the prospect of the Canadian Government merchant 
marine encircling the globe will be an accomplished fact, for the 
new Atlantic route to the Orient should be in operation a little 
earlier than the Pacific service to the Far East. 
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NOTE ISSUE APPROVED 


The Commission, August 14, approved the application of the 
Norfolk & Portsmouth Belt Line Railroad for authority to issue 
its one-year note for $150,000. The note will bear 6 per cent inter- 
est and is payable to the Norfolk National Bank of Norfolk, Va., 
one vear from July 16, 1920. It will be issued for the purpose of 
meeting a note due July 16, 1920. 


Pencil No.174 


Made in Five Grades 


Eagle “Mikado” 


Sill La 174 Se tMLE MIKA DO Ic 
Regular Length, 7 Inches 


Conceded to be the Finest Pencil made for general use. For Sale at your Dealer 


EAGLE PENCIL COMPANY, NEW YORK 


NORTH AMERICAN CAR CO. 


327 So. La Salle Street 
CHICAGO, ILL. 


TANK CARS 


For Long Term Lease During 
September and October 


COFFEYVILLE,KAN. 
BLUE ISLAND, ILL. 


Branch Office 


TULSA, OKLA. Sheps 













Merchants and Miners Transportation Co. 
Established 1854 


Havana Line—Freight Service 


Norfolk, Va., to Havana, Cuba—Direct 


Fast Steel Ships Scheduled to Sail Every Ten Days 
General Cargo Solicited 
Steel S. S. “Indian” Oct. 16th 
Steel S. S. “Quantico” Oct. 26th 
Steel S. S. “Indian” Nov. 6th 
For Space, Rates and Information Apply to 
A. E. PORTER, General Agent, Norfolk, Va. 
L. T. FOWLER, Commercial Agent M. V. MOLANPHY, General Agent 
511 Oliver Building, 524 Manzana de Gemez, 
Pittsburgh, Pa. Havana, Cuba 


A. W. GRAVES, Manager, Baltimore, Md. 







ACME SERVICE i 
‘eans prompt reliable, and economical attention to your export shipments. | 
ACME TRANSPORT CoO., Inc. Hi 

Foreign Freight Forwarders j 


15-25 Whitehall St. 
i 





N Y : 
Seaboard Warehouse, 73 Furman St., Brooklyn, N.Y. om t 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER iN oa. 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates fer 
classified advertisements ars as follows: First oy $1.00 vee 
line: minimum charge, $3.00; succeeding insertions, per line, 50c; # 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, IIl. 


WANTED—Young man for clerical position in traffic department, 
manufacturing concern. Good opportunity for the right man. State 
experience, age and salary expected. Address A. Y. L. 235, Traffic 
World, Chicago, Ill. 


WANTED—tTraffic man. Must not be over thirty-five years of 
age. Good opening and opportunity to work into sales department. 
State length and kind of experience, age, salary, married or single. 
Address Box 743, Uhrichsville, Ohio. 


WANTED—Position as assistant traffic manager, by young man, 
27 years of age. Three years’ experience; now completing course with 
American Commerce Association. Address E. R. S. 233, Traffic 
World, Chicago, Ill. 


POSITION WANTED—Certified Traffic Manager available, experi- 
enced railroad, commercial; technical, legal, practical, record of 
a. Young, ambitious. Address E. E. D. 197, Traffic World, 

icago, Ill. 
























THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning traffic 
matters, to co-operate with the Interstate Commerce Commission, 
state railroad commissions and transportation companies in_pro- 
moting and securing better understanding by the public and the 
state and national governments of the needs of the traffic world; 
to secure proper legislation where deemed necessary, and the modi- 
fication of present laws where considered harmful to the free inter- 
change of commerce; with the view to advance fair dealing and to 
promote, conserve and protect the commercial and transportation 
interests. 

Headquarters—Tacoma Blidg., 5 North La Salle St., 
W. H. Chandler 

Manager Transportation Bureau, Boston Chamber 

merce. 
Cc. E. Childe Vice-President 

Manager Traffic Bureau, Omaha Chamber of remneenn: 

Edwin C. Wilmore Treasurer 

Traffic Manager, Sefton Mfg. Corporation, 1301 W. 35th St., 

Chicago, Ill. 
Joseph H. Beek 
5 North La Salle St., Chicago, Til. 
Baward F. Lacey 
5 North La Salle St., Chicago, Til. 


=> FAST FREIGHT SERVICE < 


—— between —~ 


NORFOLK and NEW YORK 


——via — 

Old Dominion Transportation Co. 
Steamers Leave New York Tuesday, Thursday and Saturday 
Steamers Leave Norfolk Tuesday, Thursday and Saturday 
General Cargoes Solicited. No Embargoes via This Line 

Rates Apply Only On Port-to-Port Traffic 


For Rates and Information, Apply to 

D. B. McLeod, L. M. NORMAN, W. S. GUILLAN, Agt., 
General Agent’ Traffic Manager, Pier 25 North River, 
Norfolk, Va. Norfolk, Va. New York, N. Y. 


Chicago. 
President 
of Com- 


Executive Secretary 


Assistant Secretary 









Lost or Delayed Shipments 
Found and Expedited! 


WE LOCATE THEM BY TELEGRAPH 
Representatives at All Terminals in the U. S.A. 


Wire us the initial, number, lading point of origin, route, con- 
tents and destination of any car load shipment that you are ina 
hurry for, and—watch us get it to you. 


YOU’LL BE SURPRISED! 


(Costs less than half of a personal tracer) 


JENKINS’ TRAFFIC BUREAU, pririSsinci ba. 
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GRAIN SITUATION IN NORTHWEST 


In reply to inquiries by shippers as to what is being done 
by the Commission with respect to relieving the grain car 
shortage in the northwest, the Commission has sent out a pre- 
pared statement reviewing the situation with respect to the 
supply of grain cars. The statement was not made public by 
the Commission. It is headed, “Facts Concerning the Grain 
Situation in the Northwest, as of August 11, 1920,” and is as 
follows: 

“In view of the fact that this Commission is receiving a 
great number of communications with respect to the car situa- 
tion in the northwest, it is believed that it will be helpful to 
set forth the facts as they are at present, in some detail. 

“It should be understood that the Commission is fully im- 
pressed with the great importance of providing an adequate sup- 
ply of suitable cars in which to move the grain crop and ap- 
preciates the responsibility attaching to it in connection there- 
with; including the financial aspect. In fact, the entire grain 
situation has been receiving constant attention for some time. 

“It is, of course, fully understood that the demand for cars 
of all kinds and in all parts of the country at this time is greatly 
in excess of the supply, making it necessary for all available 
equipment to be prorated among the various shippers accord- 
ing to their respective needs. In this distribution and relocation 
of equipment first consideration is very properly given to the 
movement of grain, live stock, perishable freight and food prod- 
ucts. 

“The box cars of the country are badly scattered and in the 
various orders which have been issued requiring the movement 
of cars to the west, it has been specified that cars belonging 
to the roads to which they were being relocated, or which 
belong to roads in the same territory and which are best suited 
to the traffic, should be given preference in filling such orders. 
Perhaps the extent to which the box cars are scattered will be 
better understood from the following figures: 


PERCENTAGE OF HOME BOX CARS ON HOME ROADS BY DIS- 
TRICTS FOR CLASS 1 ROADS, JULY 15, 1920. 


Eastern 
IIIT... s:5t ariacivalln Ml dedirdvaite aesahiaris ban deins choca aie a ake ach: Rcoetac daa ani ww ace eieen 
I acid ih ace lio iS cera 2 atin Aes te aid aa ee a acca. oes aban aeeapateacanaion aic wa 
EE Mie aRGL nies ie MWA Ma i eR RR ee MO wik ach eee alee ua ew eeu does 
NN i cc cet sc Suh ict ioc see aut dhe ede who te pk ae Ste! wats Any aes 
I i ie ams sect te ct Ws wn Se a apna ocainieaog adice meddle ack 
Southwestern 


Total 


Ce ee a ae 


Se eee 
wwNmwoor 
COI. ew 


2 


“It will be noticed that with the single exception of the 
Allegheny region, the Northwestern region has a greater per- 
centage of its own cars than any other and, of course, more 
than the average for the country as a whole. It is frequently 
argued that the cars belonging to specific railroads should be at 
once returned to their owners, but this is impracticable and 
would result in a great sacrifice of equipment otherwise avail- 
able for commercial uses generally. It would also involve the 
useless expenditure of a vast amount of power to haul the empty 
cars from various remote points of the country back to their 
owners. However, both the orders and the regulations now in 
force provide for a gradual relocation of cars to their home 
lines and this course will make possible a comprehensive pro- 
gram of repairs and betterments. 

“Box cars are now being moved toward the west practically 
as fast as the railroads are able to handle them and are being 
and will be rapidly distributed over the grain-producing districts, 
thus bringing the greatest practicable measure of relief to the 
grain shipping interests of your section as early as_ possible. 
To get a better idea of the extent of this relocation, it may be 
stated that for the period of June 1 to August 5, 1920, a total 
of 53,300 cars were ordered to the roads of the northwest, of 
which 33,909 have been delivered by the originating lines, or 
64 per cent, and 28,342 received by the destination roads. This 
latter figure represents 53 per cent. This movement will be 
continued until the present emergency is passed. 

“It is suggested that shippers keep in close touch with 
their railroad agents and transportation officials concerning the 
matter of local distribution of cars, co-operating heartily with 
the railroads in coopering and making as many of such cars 
suitable for grain loading as possible.” 


REPARATION CLAIMS 


In a circular to members, the National Industrial Trafic 
League says: 

“At the meeting in Philadelphia, held June 17 and 18, the 
policy of the United States Railroad Administration in declin- 
ing to pay numerous claims for reparation, in cases where the 
Interstate Commerce Commission, after a hearing upon the 
formal docket, has awarded reparation, was discussed and a 
motion was adopted referring the subject to the executive com- 
mittee to consider the advisability of bringing a suit upon some 
of the numerous claims held by members, to determine the 
liability of the United States Railroad Administration, and 
thereby possibly expedite the settlement of a large number of 
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claims—many of them for small amounts, but involving quite 
a large amount in the aggregate. 

“The executive committee has given the subject the carefy] 
attention its importance merited. It found that there are a large 
number of cases upon which hearings have been held and 
awards made. In some instances claims have been paid, and 
others doubtless will be paid. On others payment has been 
declined. 

“An investigation at the office of the Interstate Commerce 
Commission discloses a great many claims, involving in the 
aggregate quite a large sum of money. In view of this the 
executive committee was of the opinion that the League should 
not incur the expense of a suit to enforce claims, which, if suc- 
cessful, would collect for claimants a very considerable sum of 
money. It did, however, recognize the desirability and necessity 
of having the rights of claimants definitely determined by a fed- 
eral court decision. 

“At a meeting of the executive committee held at Chicago, 
August 10, it voted unanimously to instruct the League’s counsel 
to bring suit, in the name of the League, on behalf of all claim. 
ants who desire to become parties, upon some equitable plan 
of sharing the expense of the litigation. 

“It has been suggested that The National Industrial Traffic 
League take an assignment of all claims, prosecute the suit in 
its own name, or that of some individual, and pro-rate the ex- 
pense of litigation to each claimant based upon the amount of 
his claim. 

“Have you any reparation claims which have not been paid 
and upon which payment has been declined? If so, do you 
wish to assign your claim to the League—or if thought advisable 
to some individual—and become a party to the suit upon the 
terms outlined? 

“Your attention has already been called to two decisions 
of the United States Supreme Court, viz., Southern Pacific R. R. 
Co. vs. Darnell-Taenzer Lumber Co., 245 U. S. 531; Traffic 
World, February 2, 1918, page 224; E. B. Spiller vs. A. T. & S. F. 
R. R., 252 U. S.; Traffic World, May 29, 1920, page 954.” 


INTERVENE IN GROCERS’ CASE 


The Trafic World Washington Bureau 


In a brief in behalf of intervening associations representing 
all branches of the dairy products industries in No. 10745, Na- 
tional Wholesale Grocers’ Association of the United States vs. 
Director-General et al., Davies & Jones, attorneys for the inter- 
veners, attack the mixture rules “which were apparently in large 
measure originally formulated by the packers themselves” and 
“operate seriously to prejudice the manufacturer and distributor 
of dairy products.” 


These interveners ask the Commission to find: “1. That 
the present mixtures of the defendants are unduly preferential 
and unduly prejudicial and to order as prayed by the National 
Wholesale Grocers’ Association that all articles other than fresh 
meats and packing house products shall be excluded from the 
cars handling either carload or less-than-carload traffic in fresh 
meats and packing house products; and, further, that the various 
lists of ‘fresh meats and packing house products’ now prevail- 
ing in the tariffs of the carriers of the United States shall be 
revised and made uniform, excluding therefrom the following 
commodities: Butter, renovated butter, cheese, eggs, canned 
chicken tamales, canned spaghetti-meat, chili, canned pork and 
beans, mince meat, canned meats with vegetable ingredients, 
lard substitutes and lard compounds, canned soups, soap and 
butter substitutes not having over 20 per cent beef, pork or 
mutton ingredients therein; cottonseed cooking oils, peanut cook- 
ing oils, soya bean cooking oils and corn cooking oils. 

“2. That. peddler car service on L. C.. L. mixed shipments 
when a public L. C. L. refrigerator car service is not furnished 
to the same points is unduly preferential and unduly prejudicial 
and that the Commission order defendants to establish a car 
service to any and all points served by peddler cars. 


“3. That the exclusive use by one shipper of a peddler car 
when not loaded to capacity is unduly preferential to such ship- 
per and unduly prejudicial to other shippers and that the Com- 
mission order that all peddler cars be open to all shippers when 
not loaded to capacity by the original shipper to whom the 
service is accorded.” 


SCANDINAVIAN MERCHANT MARINE 


(Consul General Marion Letcher, Christiania, Norway) 


The net increase in the first six months of 1920 in Norway's 
merchant tonnage was 9 per cent, in Swehish tonnage 2.9 per 
cent, and in that of Denmark 3.7 per cent. Norway had on Janu- 
ary 1 of this year 1,697 merchant vessels, exclusive of vessels less 
than 100 tons; Sweden had 1,253, and Denmark 708 vessels. 7 

During 1919 vessels aggregating 62,000 tons were built im 
Norway, of which 15,000 tons were for Swedish and Danish ac- 
counts. In Denmark about 38,000 tons were built in 1919, of 
which 2,650 tons were for Norwegian account. Sweden built 
53,000 tons, of which 4,000 tons were for Danish account. 
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SURVEY OF VESSELS 


The Trafic World Washington Burcau 


“A survey of vessels entering and clearing in the foreign 
trade with cargo at United States customs districts covering 
the first six months of the calendar year 1920 shows some 
very interesting features in the relations of domestic and for- 
eign bottoms engaged in the export and import trade with the 
United States,” says a statement issued by the Shipping Board. 

“A total of 15,558 vessels of 86,931,700 deadweight tons 
have entered and cleared U. S. ports in the six months ending 
June 30, carrying 37,398,184 long tons of cargo. Vessels under 
American registry to the number of 9,550 (61.4 per cent of the 
total vessels) aggregating 51,534,620 deadweight tons (59.3 per 
cent of the total tonnage) carried 22,724,217 long tons of cargo 
(60.8 per cent of the total cargo carried). The American vessels 
carried 44.1 per cent of capacity load and the foreign vessels 
41.5 per cent, the average for all flags being 43 per cent of 
capacity. 

“The Jistribution between exports and imports shows that 
while many of the American vessels are carrying return car- 
goes to the U. S. ports, the foreign vessels are to a large ex- 
tent entering in ballast and clearing with more cargo in pro- 
portion to the number and tonnage of vessels employed. 

“In export trade 8,114 vessels aggregating 43,754,487 dead- 
weight tons carried 22,723,165 long tons of cargo. Of the ves- 
sels clearing in export trade under American registry, 4,995 
vessels of 25,328,050 deadweight tons carried 11,591,446 long 
tons of cargo; that is, 61.6 per cent of the total number of all 
vessels employed in export and 57.9 per cent of the deadweight 
tonnage were under American flag and 51 per cent of the car- 
goes exported were carried in American bottoms. 

“In the imports, American vessels numbering 4,555, aggre- 
gating 26,206,570 deadweight tons, carried 11,132,741 long tons 
of cargo. This was 61.2 per cent of the total number of all 
vessels entering U. S. ports with cargo representing 60.7 per 
cent of the total deadweight and carrying 75.9 per cent of the 
commodities imported. 

“The average export load of all vessels was 2,800 long tons, 
or 51.9 per cent of the deadweight employed. American ves- 
sels carried an average of 2,320 tons per vessel, or 45.7 per 
cent of deadweight, while foreign vessels averaged 3,248 long 
tons, or 60.4 per cent of deadweight. 

“The imports averaged 1,972 long tons per vessel, or 33.9 
per cent of deadweight employed. American vessels averaged 
in imports 2,444 long tons, or 42.1 per cent of deadweight per 
vessel, while foreign vessels only averaged 1,226 long tons, or 
20.1 per cent of deadweight per vessei. 

“In the export trade American vessels employed 2.19 dead- 
weight tons of vessel to transport 1 long ton of cargo, while 
the foreign vessels utilized 1.93 deadweight tons of vessel for 
each long ton of cargo carried. 

“This situation was reversed in the import trade, as Amer- 
ican vessels employed 2.35 deadweight tons for each ton of 
cargo, while the foreign vessels used 4.79 deadweight tons for 
each long ton of cargo entering American ports. 

“The total tonnage employed in both export and import 
trade by all flags was 2.32 deadweight tons for each long ton 
of cargo carried. 

“A comparison of the reports of the Bureau of Foreign and 
Domestic Commerce for the calendar year of 1919 based on the 
net tonnage of all vessels clearing with cargo in export 
trade shows that 42 per cent of the net tonnage was under 
the American flag and 58 per cent under foreign. 

“Of vessels entering in import trade for the calendar year 
1919 51.1 per cent were American and 48.9 per cent were foreign 
registry.” 


AMERICANS FOR MARINE SERVICE 


The Trafic World Washington Bureau 


All foreigners in the American merchant marine service 
should be replaced with American citizens as rapidly as pos- 
sible, according to a statement issued by Admiral Benson, 
chairman of the Shipping Board. 

“The value of a merchant marine as an asset to the nation 
is enhanced by the fullest employment of its own nationals in 
that service. During the war it was necessary to give wide 
employment in the merchant marine to nationals of the coun- 
tries allied with the United States,” said he. “Most valuable 
service was rendered by these nationals and theirs was a great 
contribution toward the winning of the war. 

“The time has now come when our American merchant 
marine should be put upon a peace footing and every effort 
should be made to increase the proportion of American citizens 
in its employment. 

“The hearty co-operation of all operators and managers of 
Shipping Board vessels should be enlisted in the effort to in- 
crease the number of citizens in the merchant marine and to 
encourage nationals of other countries to take out their Ameri- 
ean citizenship papers. 

“Statistics of our that an 


Sea Placement Bureau show 
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average of 6 out of every 10 men who enter the service oj 
vessels under Shipping Board control are American Citizens. 
It is encouraging to learn that this percentage is growing higher 
from week to week. 

“The records of our New York office disclose that while 
in 1917 only 10 per cent of the men below the grade of officers 
placed on our ships were Americans, during the last six months 
the average has been 55.7 per cenit. 

“The Division of Industrial Relations feels the vital import. 
ance of a drive to increase the proportion of Americans in the 
personnel of our merchant marine and urges that the matter 
be brought to the attention of our operators and managers 
through the issuing of a circular letter earnestly requesting their 
co-operation and assistance. It is not the intention to delay 
operations or to cripple vessels for lack of American crews, but 
it is important that as fast as possible, all foreigners should be 
replaced by Americans. 

“It is believed there is a general failure to appreciate the 
importance if not the absolute necessity of ‘manning our ships 
with American citizens.” 





RIGHT OF SHIPPER TO RELOAD 


The Traffic Worid IWVashington Burcey 
Circular CCS-71, issued to railroads by the A. R. A. com- 
mission on car service and referred to in The Traffic World, 


August 14, follows: ’ ' 
Your attention is directed to copy attached of the ruling made 
by Commissioner Aitchison of the Interstate Commerce Commission, 


concerning the right of a railroad to require an industry making a 
car empty to return it for other distribution in the event that the in- 
dustry is not entitled to the use of the car for reloading under the 
general distribution. : ; 

It is generally recognized that the receipt of a car under load 


gives an industry no right to demand its use for reloading. If it is 
entitled to the car based upon a proportionate distribution between 
all shippers, it is proper that they should use it, but they should not 
be permitted to use it to the disadvantage of other shippers who do 
no have inbound freight to supply them with empties for outbound 
movement. 

The ruling of Commissioner Aitchison makes clear the rights and 
obligation of the railroads, and places upon them the duty of making 
a fair distribution of cars in cases of this kind. 

In cases of refusal to abide by this rule the faets should be re- 
ported to this Commission for handling. 

Commissioner Aitchison’s letter to-H. B. Thurston, chair- 
man Pittsburgh Terminal Committee, follows: 

With reference to the distribution of available equipment and 
the point raised by you as to whether a railroad has the right to 
refuse to accept a carload from a shipper when the car has been 
received by the shipper under load and reloaded by him contrary 
to the requirements of the carrier: 

It is generally understood that when a car received by a consignee, 
who is also a shipper, is unloaded by him, the contract with the rail- 
Way company for the delivery of his goods is thereby fulfiilled, and 
if in the interests of a fair distribution of cars, the carrier desires 
that such a car be not reloaded by the shipper unloading the car, 
it has a perfect right to request return of the car empty, and in 
the event of the shipper loading the car is justified in refusing to 
accept the load, requiring the shipper to release the equipment and 
turn it back empty. 

If such a practice were not proper, it would be impossible to make 
a fair distribution of empty cars, and shippers who are also large re- 
ceivers of freight would at all times have more cars for outbound 
loading than they were entitled to, to the disadvantage of other 
shippers. 


HARBOR IMPROVEMENTS IN JAMAICA 
(Vice Consul William W. Heard, Kingston) 


Recommendations have been made to the government by a 
specially appointed commissioner relative to improving the har- 
bor and docks at Kingston. The proposed improvements would 
include dredging a channel 500 feet wide to a depth of 40 feet 
below water of ordinary spring tides, suitably buoyed from the 
existing ship channel near Fort Augusta to Pier No. 1; length- 
ening Pier No. 1 by 300 feet and widening the western side to 
give access for both carts and railway wagons to the new pier 
head and driving steel sheet piling alongside the pier to permit 
dredging, and erecting a new cargo shed. It is estimated that 
this work will cost $630,000, divided as follows: New channel, 
$410,000; lengthening Pier No. 1, $140,000; widening Pier No. 1 
and putting down sheet piling, $60,000; new cargo shed, $20.00. 

Besides these improvements, it is also recommended that 
one new pier be erected, at a cost of $250,000; that dredging Dé 
done around Piers 2 and 3, and that all the piers be connected 
with the existing railway system at an additional cost of $25!),(1UU. 

These recommendations have been laid before the legisla 
tive council, but so far no action has been taken. 


RETURN OF MEXICAN RAILROADS 


Reports to the Department of Commerce from the Americal 
embassy in Mexico City say that President de la Huerta has 
appointed Jaime Garza, ex-secretary of the treasury under Ma 
dero, to study ways and means of returning the Natonal Rail- 
roads to their owners. The President, according to the reports, 
wants the lines returned by the time the new President is ready 
to take office. It was also reported that 74,800 railroad employes, 
who had been on strike, have returned to work. Traffic is Te 
ported to have been renewed on the Mexican Raiiroad io Vera 
Cruz as a result of the termination of the strike on that road. 
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Pacific Mail Steamship 
Company 


Established 1848 


Under American Flag 


San Francisco- Baltimore Service 
‘ (Freight Only) 
San Francisco, San Jose de Guatemala, La Libertad, Corinto, 


Balboa, Cristobal, Puerto Colombia, Cuban Ports 
(Eastbound only), and Baltimore 


s. S. “POINT ADAMS” S. S. ‘POINT LOBOS” 
Ss. S. ‘POINT BONITA”’ S. S. “POINT JUDITH” 


Monthly Sailings by Six Freight Steamers 
In Addition 


Trans-Pacific Service 
(Passengers and Freight) 


S. S. “ECUADOR” S. S. “VENEZUELA” S. S. “COLOMBIA” 


And Sailings by EIGHT Freight Steamers 
Honolulu, Yokohama, Kobe, Shanghai, Manila and Hongkong 


Manila-East India Service 
(Passengers and Freight) 


S. S. “*COLUSA”’ Ss. S. “SANTA CRUZ”’ 


And Sailings by TWO Freight Steamers 


Honolulu, Manila, Saigon, Singapore, Colombo, Madras 
and Calcutta 


Round-the-World Service 


(Freight Only) 
S.S. “WEST KASSON” _ S.S. “WEST CONOB” 
Regular Monthly Sailings 
San Francisco, Honolulu, Yokohama, Kobe, Dairen, Tientsin, 

Shanghai, Manila, Saigon, Singapore, Calcutta, Colombo, 
Bombay, Alexandria, Bizerta, Marseilles, Barcelona, 
thence Baltimore, to San Francisco via 
Panama Canal 


S. S. “ELKRIDGE” 


Panama Service 
(Passengers and Freight) 


S. S. “NEWPORT” S. S. “SAN JOSE”’ 


S. S. “CITY OF PARA”’ S. S. “SAN JUAN” 
Ss. S. “CUBA” 


To Mexico, Central America and Canal Zone 


Through Bills of Lading Issued to and from all points 
beyond ports 


PACIFIC MAIL SPECIALTIES ARE 
SERVICE AND CUISINE 


Consult Our Offices 


508 California Street Continental Bldg. 
SAN FRANCISCO BALTIMORE 


104 Pearl Street 
NEW YORK 
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INLAND BILLS OF LADING FOR SHIPMENT TO JAVA 


The Far Eastern Division, Bureau of Foreign and Domestic 
Commerce, says that a Soerabaya forwarding company has 
stated that inland bills of lading for goods shipped to Java 
often do not bear the name of the steamer on which the ship- 
ment is being forwarded, and in one instance where the ship 
was designated the cargo was not aboard, and it was neces- 
Sary to search the mainfests of every ship which arrived from 
the Pacific coast for the shipment. Trade Commissioner John 
A. Fowler suggests that if the port forwarding company, which 
is the only agency knowing exactly what ship the cargo goes 
on, would drop a line to the consignee telling him of any change 
in steamers and the name of the new ship carrying the cargo, 
it would save a great deal of trouble. 





AMERICAN SHIPBUILDING IN JULY 


During the 12 months ended July 31, 1920, the output of 
American shipyards of vessels officially numbered by the Bur- 
eau of Navigation, Commerce Department, was 2,086 vessels of 
3,554,352 gross tons, of which 684 were steel ocean steamers 
aggregating 3,146,257 gross tons. 

Of the above amount, 24 vessels of 147,699 gross tons were 
built for the United States Shipping Board. Two vessels of 
2,399 gross tons were built for foreign owners and 16 vessels 
of 23,262 gross tons were sold to foreign owners. Six foreign- 
built vessels of 20,883 gross tons, including the De Kalb (form- 
erly Prinz Eitel Friedrich) of 8,797 gross tons, were officially 
numbered for American trade. 





PORT CONGESTION—MARKING PACKAGES 


Vice Consul Herman C. Vogenitz, Havana, Cuba, has made 
the following report to the Department of Commerce as to 
congestion at the port of Havana and the marking of packages: 

“During the first six months of 1920 there were constantly 
in Havana Harbor from 60 to 75 American vessels besides a 
considerable number belonging to other countries. A serious 
congestion of the wharves and customs sheds has resulted from 
the increased shipping and from labor troubles. This has de- 
layed the unloading and clearing of merchandise and caused 
losses to both shippers and consignees. It is often necessary 
to unload merchandise on lighters, where it may remain a con- 
siderable time before being entered in the customhouse. This 
makes careful packing desirable to avoid loss from rains, damp- 
ness, and exposure. 

“All packages should be marked in a clear, legible manner, 
with measurements and weights given in the metric system, and 
each package or case should bear a serial number, which should 
also appear on the invoice with a description of the contents of 
the case. Careful compliance with this rule is extremely im- 
portant at the present time on account of the congested con- 
ditions of the wharves and because of the limited storage 
space of many large importers. 

“The use of old packing cases for export is to be dis- 
couraged, as it tends to make pilfering easier and the old marks 
may cause confusion.” 


PROPOSED NEW LINE 


The Big South Fork Railway Company, of Oneida, Tenn., 
incorporated May 18, 1920, has filed an application with the 
Commission asking for a certificate of public convenience and 
necessity authorizing the construction of a railroad, approxi- 
mately fourteen miles in length, in Scott County, Tenn. The 
proposed road would run from “a point on the Oneida & West- 
ern Railroad Company,” near where said railroad crosses the 
Big South Fork River, to the state line between Kentucky and 
Tennessee. The road is needed to reach coal and timber, the 
applicant says. 


LOAN TO C. G. W. APPROVED 


The Commission has approved the making of a loan of 
$8,000,000 to the Chicago & Western Indiana Railroad Com- 
pany to aid the carrier in meeting its Collateral Trust Gold 
Notes due, by extension, September 1, 1920. The carrier itself 
is required to finance, on a basis satisfactory to the Commission, 
the remaining $8,000,000 of its maturing obligations. The car- 
rier is a terminal railroad serving twelve trunk lines at Chicago. 
It is the owner of valuable terminal facilities and equipment. 


ADDITIONAL LINE PROPOSED 


The Utah Terminal Railway Company has asked for a 
certificate of public convenience and necessity authorizing it 
to construct an additional line of railroad in Carbon County, 
Utah, approximately 3.63 miles in length, from a point of junc- 
tion with the Utah Railway Company up Spring Canyon, Carbon 
County, to Standardsville, Carbon County. It is averred that 
the new line would permit the output of the coal mines of Car- 
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bon County to be increased and would relieve congestion 4 
freight in that vicinity. 
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Digest of New Complaints 


—— § 


11680. The King Powder Co., Cincinnati, O., et al. vs. B. & 9, 
et al. : 

Objects to fifth class rate of 36c_on nitrate of soda shippeg 
from Baltimore, Md., and Norfolk, Va., to Morrow, Middletow, 
Junction and Kings Mills, O., on ground that it exceeds rates jy 
effect and charged on various kinds of sodas. Asks Cease anj 
desist order, just and reasonable rates and reparation. 

11681. Oxford Paper Co., Rumford, Me., et al. vs. John Bartoy 
Payne as agent. " 

Unjust and unreasonable and unduly preferential rates on cog] 
from mine points in state of Pennsylvania to complainant’s plants 
at Rumford and South Brewer, Me. Asks reparation. 

11682. Chamber of Commerce of Selma, Ala., et al. vs. L. & VX, 
et al. 

Unjust, unreasonable and discriminatory rate on sugar fron 
New Orleans, La., to Selma, Ala. Asks cease and desist order, 
just and reasonable rates and reparation. Fhe 
11683. The Silica Sand Producers’ Traffic Association of Illinois 
vs. C. B. & Q. et al. eae 

Unjust and unreasonable and unjustly discriminatory rates on 
flint grinding pebbles imported via New_York to points in Illinois, 
Ask for rates to Ottawa, Millington, Wedron and Oregon, Ill, 
not more than lc higher than rates on glass sand, and repara- 
tion. 


. 11684. American Agricultural Chemical Co., New York, vs. John 


Barton Payne as agent. ; : 

Unjust and unreasonable charges on iron pyrites from Gouvern- 
eur, N. Y., to Baltimore, Md., by reason of absence of joint rates. 
Asks for reparation down to basis of subsequently established 
rate. : 

11685. Early-Foster Co., Waco, Tex., vs. Southern Pacific et al, 

Unjust and unreasonable rates on sugar from Sinaloa, Mexico, 
to El Paso, Tex., originally billed Juarez, Mex., but diverted to 
El Paso. Asks for cease and desist order and reparation of 

25,388.18. 
T16Be American Plate Glass Co., Kane, Pa., vs. Pa. R. R. Co. 
et al. : : 

Unjust and unreasonable rates on sand shipped from Irving, 
N. Y., to James City, Pa. Asks reparation. 

11687. Morris & Co., Chicago, lll., vs. John Barton Payne, as 
agent. ? 

eSnjust and unreasonable rate of 15c per 100 Ibs. on shipments of 
fresh meat in carloads from East St. Louis and National Stock 
Yards, Ill., to St. Louis, Mo., applied by defendant on and after 
June 25, 1918, up to Sept. 25, 1918. Asks reparation in sum of 

, 4 00. : . . 

+ eee. St. Louis Coke and Chemical Co., Granite City, IIL, vs. 
Alton & Southern et al. ‘ Sa 

Excessive, unjust, unreasonable and discriminatory rates on 
iron ore from Wisconsin and Michigan points to Granite City, Ili. 
Asks cease and desist order, just and reasonable rates and repara- 
tion. 

11689. Standard Oil Co. (Kentucky) vs. Ala. Great Southern et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on petroleum and its products between Baton Rouge, 
La., and Beaver Dam, Ky. Asks rate of 37%c, cease and desist 
order, and reparation. Y é 
11690. Dewey Fuel Co., Jackson, Mich., vs. Cin. Nor. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on coal from Group No. 1 on L. & N. to Toledo, wve- 
troit and Jackson, Mich. Asks reparation. if 
11691. Standard Oil Co. (Kentucky) vs. Ala. & Vicks. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on petroleum and its products from Baton Rouge, La., 
to Flemingsburg, Ky. Asks rate of 41c and reparation. 

11692. The Lehigh Coal & Nav. Co., Philadelphia, Pa., vs. John 
Barton Payne, as agent. 

Unjust and unreasonable rates on 435,407.51 tons of unprepared 
coal shipped from Rahn Colliery at Seek, Pa., to other collieries 
and washeries owned by complainant at Seek, Tamaqua, Lansford, 
Coaldale and Hauto, Pa., between June 25, 1918, and March 18, 
1919. Asks reparation in sum of $52,325.93. 

Flanley Grain Co., Sioux City, Ia., et al. vs. John Barton 
Payne, as agent. Sd Daten 

pte os om unreasonable and unduly prejudicial rates on 
corn, oats and feed from stations on the Great Northern and Wat- 
ertown & Sioux Falls railways, in the states of Iowa and Souti 
Dakota to destinations on the Great Northern in North Dakota, 
during the period from June 25, 1918, to October 31, 1919. Prayer 

is for just and reasonable rates and reparation down to the basis 
of the subsequently established rate. ‘ . 
11694. Joseph Bancroft & Sons Co., Wilmington, Del., et al., Vs. 
New York, New Haven & Hartford et al. ; h 

Alleges that as result of changing classification of book clot 
to second class under Consolidated Classification No. 1 rates 00 
book cloth were increased 17.6 per cent. Asks order directing de- 
fendants to cease and desist from classifying book cloth higher 
than the classification of cotton piece goods and from placing eer 
cloth in a higher class than rule 25, as provided for in Officia 
Classification No. 44, and reparation. 


. 11695. Fort Smith Traffic Bureau, Ark., et al., vs. Arkansas Cen- 


tral et al. 2 asian 
Unjust and unreasonable rates on cotton piece goods et 
points in New England states to Little Rock or Fort Smith, Ark. 
because no joint through rates are published; also complains ra 
rates on same commodity from Little Rock and Fort Smith H 
points of destination in states of Arkansas, Louisiana, Texas an 
Oklahoma. Asks for just and reasonable rates. z 
11696. The Weir Smelting Co., Pittsburg, Kan., vs. John Bar 
n Payne et al. : 
"Teden and unreasonable rates on slack coal from Deering t0 
Caney, Kan. Asks reparation. : Great 
an The - epemuen Oil Co. re 
ern et al. oon 
“Soe Saeeeseneiite. unjustly discriminatory and unduly prem 
dicial rates on petroleum and its products from Baton Roug" 
La., to Bowling Green, Ky. Asks cease and desist order, ra 
of 37% cents per hundred pounds and reparation. _— 
11698. Parlor City —— ag Monroe, La., et al. vs. Vicks 
burg, Shreveport & Pacific et al. <a 
Unjust wom unreasonable rate on wall board from Greenville 
Miss.. to Monroe, La. Asks cease and desist order, just and re 
sonable rates and reparation. 


(Kentucky) vs. Alabama 
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WOODEN STEAMERS FOR SALE 


Twenty-four United States Shipping Board Steamers 


Sealed bids will be received in the office of the United States Shipping Board, 1319 
F street N. W., Washington, D. C., on or before 5 p. m., August 30, 1920. Bids to be 
opened August 31, 1920, at 10 o’clock in the offices of the Board. 


The Steamers Are As Follows: 
BALLIN TYPE 

AIRLIE - THALA BUSHROD DIANA 

ASHBURN AWENSDAW BUTTE DERTONA 

BIRCHLEAF BUTTONWOOD BYFIELD MINDORA 

DALANA BUSHONG DEVA WALLOWA 

SPECIFICATIONS on the above vessels are as follows: Length, B. P., 285 ft.; breadth, moulded, 43 

ft.; depth, moulded, 26 ft.; loading draft, 23 ft. 2 in.; designated deadweight ton, approxi- 
mately 4,000; boilers, 2 Water Tubes; Engine, one triple expansion; I. H. P., 1,500; coal 
burner—radius, 5,508; speed, 9 knots; bale cargo, 149,750 cubic feet. 


DAUGHERTY TYPE _ 
ALDERMAN COWARDIN ITOMPA NEABSCO 
ARGENTA HORADO NAWITKA ZAVALIO 


SPECIFICATIONS on the above vessels are as follows: Length, B. P., 300 ft.; breadth, 48 ft.; depth, 
28 ft. 6 in.; loading draft, 24 ft.; designated deadweight ton, 4,700; boilers, 2 Babcock & Wil- 
cox Water Tube: Engine, aft, one triple expansion; I. H. P., 1,450; coal burner—radius, 5,130; 
speed, 10 knots; bale cargo, 193,200 cubic feet. 
TERMS :—10% Cash, Balance in Three Years 


Further information may be obtained by request sent to the Secretary of the Board. 

Bids may be submitted for one or more vessels, or for any combination of vessels, and must be 
accompanied by certified check payable to the U. S. Shipping Board for 214% of amount of the bid. 
Bids should be submitted on the basis of purchase, “as is and where is.” 

The Board reserves the right to reject any and all bids. 


SEALED BIDS should be addressed to the Secretary of the UNITED STATES SHIPPING 
BOARD, WASHINGTON, D. C., and endorsed, “SEALED BID FOR STEAMSHIP (“Name of Ship’’) 
and “Do Not Open.” 


UNITED STATES SHIPPING BOARD EMERGENCY FLEET CORPORATION, WASHINGTON, D. C. 


Lubricating Oil Tenders Invited by United States Shipping Board, for Period of One Year From October 24, 1920. 
Bids To Be Opened September 15, 1920. 


The Division of Supply and Sales, United States Shipping Board Emergency Fleet Corporation invites 
tenders for furnishing such quantities of lubricating oils as may be required for period of one year from Octo- 
ber 24, 1920, for use of all ships under its ownership or control. Classes of oils, estimated quantities and ports at 
which deliveries are required, are as follows: 

Estimated 

Classes of Oils quantities 
(gallons) 

Steam Cylinder 103,808 
Superheat Cylinder 20,488 
Ice Machine Cylinder 46,570 
Marine Engine for all Wick and Sight Feed Systems 1,252,942 
Light Oil for Forced Feed, Turbines, Electric Generators and Motors..............00c0eeeeeeees 191,371 
Medium Oil for Forced Feed and Turbine Reduction Gears 546,861 
Heavy Oil for Forced Feed and Turbine Reduction Gears 951,379 


3,113,419 


TIS oR 


Portland, Me. Wilmington Houston 
Boston Savannah Beaumont 
Providence Brunswick San Diego 
New York Jacksonville Los Angeles 

(All points New York Harbor) Tampa San Francisco 
Philadelphia Pensacola Oakland 

(All points Delaware River and Bay) Mobile Tacoma 
Baltimore New Orleans Seattle 
Norfolk Port Arthur Portland, Ore. 

(Including Newport News and Vicinity) Galveston Honolulu 
Charleston 


In addition to the above mentioned ports, tenders will be considered at all other United States ports from 
which bidder is prepared to make delivery. For further information and proposal forms, address 


L. VAN MIDDLESWORTH, 


Manager Purchasing Department, Division of Supply and Sales, United States Shipping Board Emergency Fleet 
Corporation, Washington, D. C. 
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Docket of the Commission 





Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
letions and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


August 23—Argument at Washington, D. C.: 
|. and S. 1180—Intermediate switching at Appleton, Wis. 
* 1. and S. 1175—Coffee from Galveston, Tex., and other gulf ports. 
August 23—Kansas City, Mo.—Examiner Spethman: 
1. and S. 1194—Class and commodity rates of Kansas City Rys. Co. 
August 24—Kansas City, Mo.—Examiner Spethman: 
1. and S. 1195—Cancellation of joint through rates in connection with 
the Mo. & Kansas Ry. Co. 
September 7—El Paso, Tex.—Examiner Keene: 
11372—El1 Paso Sash and Door Co. vs. A. T. & S. F. et al. 
11624—E1 Paso Chamber of Commerce vs. C. B. & Q. et al. 
September 7—Washington, D. C.—Examiner Gartner: 
* 11526—W. FE. Robinson & Co. vs. New York, Philadelphia & Nor- 
folk et al. 
September 8—Louisville, Ky.—Examiner Heid: 
11266—Standard Oil Co. (Ky.) vs. Alabama & Vicksburg et al. 
September 8—Huntington, W. Va.—Examiner Disque: 
11527—The West Virginia Rail Co. vs. C. & O. et al. 
September 8—Clarksburg, W. Va.—Examiner Archer: 
11518—Century Glass Sand Co. vs. Director General: 
September 8—Richmond, Va.—Examiner J. E. Smith: 
11548—Benj. T. Crump Co. vs. Director General. 
September 8—Chicago, Ill.—Examiner Gerry: 
11269—Illinois Steel Co. vs. Elgin, Joliet & Eastern and Directo’ 
General. 
September 8—Philadelphia, Pa.—Examiner Mullen: 
11185—Union Petroleum Co. vs. Ft. Worth & Denver City et al. 
11544—The Barrett Co. vs. P. & R. et al. 
11528—Abrasive Co. vs. Grand Trunk Ry. Co. of Canada et al. 
September 8—New York, N. Y.—Examiner McQuillan: 
* 8778—Atlas Portland Cement Co. et al. vs. Northampton & Bat.. 
R. R. et al. 
September 8—Washington, D. C.—Examiner Gartner: 
* 11551—The Gateway Produce Co., Inc., vs. American Ry. Express 
Co. and Director General, as agent. 
September 9—Huntington, W. Va.—Examiner Disque: 
11628—Stone Branch Coal Co. vs. C. & O. 
September 9—Douglas, Ariz.—Examiner Keene: 
11442—Traffic Bureau of the Douglas Chamber of Commerce <nd 
Mines vs. A. T. & S. F. et al. 


September 9—Sheridan, Wyo.—Examiner Woodrow: 
11351—The Royal Cattle Co. vs. C. B. & Q. et al. 
September 9—Parkersburg, W. Va.—Examiner Archer: 
11542—The Parkersburg Rig and Reel Co. vs. A. T. & S. F. et al. 


September 9—Chicago, Ill.—Examiner Gerry: 
ne Sand and Gravel Producers et al. vs. A. T. & S. F. 
et al. 
September 9—Philadelphia, Pa.—Examiner Mullen: 
11579—The Pusey & Jones Co. vs. Director General. 
September 9—New York, N. Y.—Examiner McQuillan: 
* 11187—Henry W. Peabody & Co. vs. Director General as agent, C. 
M. & St. P. et al. 
* 11187, Sub. No. 1—S. W. Bridges & Co., Inc., et al. vs. Director Gen- 
eral as agent. 
* 11119—Intl. Paper Co. vs. Director General, Maine Central R. R. 
September 9—Washington, D. C.—Examiner Gartner: 
* 11569—Edward E. Marshall and Minor C. Keith, a partnership, trad- 
ing as Edward E. Marshall, vs. Director General, as agent. 
September 10—Charleston, S. C.—Examiner J. E. Smith: 
11575—Ansaldo & Nicholes vs. Director General. 
bs ee a Fertilizer and Phosphate Co. vs. Atlantic Coast 
uine et al. 
* 11576, Sub. No. 1—Molony & Carter Co. vs. Sou. Ry. and Director 
General. 
September 10—Helena, Ark.—Examiner Heid: 
11584—T. W. Keesee & Co. vs. Mo. Pac. and Director General. 
September 10—New York, N. Y.—Examiner McQuillan: 
* 11387—General Chemical Co. vs. Director General, as agent, Ter- 
minal R. R. Assn, of St. Louis et al. 
* To pagues & Co., Ltd., vs. Director General, New York Cent- 
ral et al. 
September 10—Philadelphia, Pa.—Examiner Mullen: 
* 11535—The Atlantic Refining Co. vs. N. Y. C. et al. 
* 11588—Same vs. Louisiana Ry. & Nav. Co. et al. 
September 10—Washington, D. C.—Examiner Gartner: 
* 4181—Second Industrial Railways case; in the matter of short lines 
4 renee service industries. In re New Castle & Ohio River 
» & Ce 


September 11—Cincinnati, O.—Examiner Archer: 
11256—The Procter & Gamble Mfg. Co. vs. Pa. R. R. et al. 
11258—The Procter & Gamble Mfg. Co. vs. The Staten Island Rapid 
Transit Co. and Director General. 
11422—The Procter & Gamble Co. vs. Director General. 


September 11—Chicago, Ill.—Examiner Gerry: 
11545—National Industrial Traffic League vs. Aberdeen & Rockfish 
et al. 
September 11—New York, N. Y.—Examiner McQuillan: 
* 11357—Suzuki & Co. vs. Director General, as agent, A. T. & S. F. 
et al. 
* 11231—Suzuki & Co. vs. Director General, Wharton & Northern R. 
R. et al. 
September 11—Washington, D. C.—Examiner Gartner: 
* 11463—The Lehigh Valley Coal Co. vs. Director General, as agent. 
September 11—Columbus, O.—Examiner Barclay: 
* 11199—The Marble Cliff Quarries Co. vs. Director General, as agent, 
Pittsburgh, Cincinnati, Chicago & St. Louis. 
September 13—Phoenix, Ariz.—Examiner Keene: 
11353—Traffic Bureau, Chamber of Commerce, Phoenix, Ariz., vs. 
Sou. Pac. et al. 











11505—Arizona Corporation Commission et al. vs. Arizona Pastern 


et al. 

11525—Traffic Bureau of the Chamber of Commerce, Phoenix, Ariz. 
et al. vs. Sou. Pac. et al. 

11532—Traffic Bureau of the Chamber of Commerce of Phoenix, 
Ariz., et al. vs. Sou. Pac. et al. 


September 13—Butte, Mont.—Examiner Woodrow: 
11227—Hansen Packing Co. vs. Nor. Pac. et al. 
September 13—Atlanta, Ga.—Examiner J. E. Smith: 
11072—Atlantic Ice and Coal Corp. vs. Director General. 
September 13—Cincinnati, O.—Examiner Disque: 
11559—Harlan County Coal Operators’ Assn. et al. vs. Louisville & 
Nashville et al. 
September 13—Cincinnati, O.—Examiner Archer: 
11550—Joseph Gentile & Co. vs. A. C. L. et al. 
11607—The Ault & Wiborg Co. vs. K. O. & G. et al. 
10512—The Charles Boldt Paper Mills vs. P. C. C. & St. L. et al. 


September 13—Chicago, Ill.—Examiner Gerry: 
11577—Egyptian Gravel Co. vs. C. & E. I. 
September 13—Columbus, O.—Examiner Barclay: 
11567—The Order of United Commercial Travelers of America ys, 
The Pullman Co. 
September 13—Pittsburgh, Pa.—Examiner Jewell: 
11537—Pittsburgh Crucible Steel Co. vs. Pa. et al. 
11539—Same vs. Same. 
September 13—New York, N. Y.—Examiner McQuillan: 
* 11382—American Mfg. Co. vs. Mo. Pac. ’ 
* 11399—Mitsui & Co., Ltd., et al. vs. Great Nor. Ry., Director Gen- 
eral et al. 
September 13—Meridian, Miss.—Examiner Heid: 
* 11626—Tallulah Cotton Oil Co. vs. Mo. Pac. and Director General. 
September 13—Philadelphia, Pa.—Examiner Mullen: 
* 11615—E. I. DuPont de Nemours & Co. vs. Director General, as 
agent, P. & R. Ry. 
* 11616—Same vs. Director General, as agent. 
* 11617—Same vs. Director General, as agent, Pa. R. R. ; 
* 11618—Same vs. Director General, as agent, West Jersey & Seashore 
R. R. et al. 
* 11618, Sub. No. 1—Same vs. Director General, as agent. 
* 11618, Sub. No. 2—Same vs. Director General, as agent, Raritan 
River R. R. 
* 11618, Sub. No. 3—Same vs. Director General, as agent. 
* 11618, Sub. No. 4—Same vs. Director General, as agent, Erie R. R. 
et al. 
September 14—Atlanta, Ga.—Examiner J. E. Smith: 
11344—Speir & McKay vs. Louisville & Nashville et al. Fourth 
Section Applications 458, Nashville, Chattanooga & St. Louis Ry. 
and Western & Atlantic R. R.; 1548, Southern Ry., and 1952, 
Louisville & Nashville R. R. ; 
September 14—Chicago, Ill.—Examiner Gerry: 
11598—The Jackson Iron and Steel Co. vs. D. T. & I. et al. 
September 14—Pittsburgh, Pa.—Examiner Jewell: 
oo Steel Co. of America vs. B. & O. and Director Gen- 
eral. 
11538—Same vs. Pa. R. R. and Director General. 
September 14—New York, N. Y.—Examiner McQuillan: 
* 11543—Shibakawa & Co., Inc., vs. P. & R. et al. 
% = Paper and Board Co. et al. vs. N. Y., Susq. & West. 
et al. 
September 14—Washington, D. C.—Examiner Gartner: 
* 11510—Tanners’ Council of the United States of America et al. vs. 
Director General, as agent. 
September 15—Natchez, Miss.—Examiner Heid: 
11410—Rumble & Wensel Co. vs. Director General. 
11595—Same vs. Same. 
September 15—St. Louis, Mo.—Examiner Archer: 
11433—Monsanto Chemical Works vs. Pa. R. R. and Director Gen- 


eral. 
— Sub, No. 1—Same vs. New York Central and Director Gen- 
eral. 
11434—Same vs. Southern Pacific Co. et al. 
11434, Sub. No. 1—Same vs. Canadian Pacific and Director General. 
11435—Same vs. Wabash et al. 
September 15—Chicago, Ill.—Examiner Gerry: 
11467—Swift & Co. vs. Director General. 
September 15—Sandusky, O.—Examiner Barclay: 
11368—The Jarecki Chemical Co. vs. B. & O. et al. 


September 15—Pittsburgh, Pa.—Examiner Jewell: 
1378—Oliver Iron and Steel Co. vs. P. & L. E. et al. 


September 15—Allentown, Pa.—Examiner Mullen: 

* 11192—The Lehigh Valley Light & Power Co. vs. Director General, 
as agent, Lehigh & New England R. R. 

September 15—New York, N. Y.—Examiner McQuillan: 

* 11555—Chevrolet Motor Co. of California vs. Director General, A. T: 
& S. F. et al. 

* 11570—Same vs. Same. 


September 16—Cairo, Ill.—Examiner Disque: : 
11529—Cairo Assn. of Commerce vs. Chicago, St. Paul, Minneapolis 
& Omaha et al. 
11530—Same vs. Illinois Central et al. 


September 16—Montgomery, Ala.—Examiner J. E. Smith: 
11634—F airfield Lumber and Coal Co. vs. Birmingham Sou. et al. 


September 16—Boise, Idaho—Examiner Brown: 
11406—State of Idaho ex rel. Public Utilities Commission of the 
State of Idaho vs. Nor. Pac. Ry. et al. 


September 16—Spokane, Wash.—Examiner Woodrow: 
11557—F alls City Mill and Feed Co. vs. O. S. L. et al. 
11557, Sub. No. 1—Shewbart & Brown vs. Oregon-Wash. R. R. & 

Nav. et al. 

11599—Council Lumber Co. vs. O. S. L. et al. 
11608—Pioneer Lumber Co. et al. vs. C. B. & Q. et al. 

September 16—St. Louis, Mo.—Examiner Archer: 
(1612—Best-Clymer Mfg. Co. vs. Louisville & Nashville. 
11564—The Laclede Steel Co. vs. C. & A. et al. 
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§ 000 A YEAR 


tice Method will quickly make you : Certified Traffic Man 
qualify for a splendid traffic position. 
describing this wonderful training in detail. 


Foam EXPERT TRAFFIC MEN. Many concerns now pay their traffic 
managers $5,000 to $10,000 a year. Yet the traffic man who gets this 
big pay must actually know traffic work. You can quickly become a 
real traffic expert—stop losses—earn big money for yourself. Countless 
good openings for trained men. 

LEARN AT HOME—BOOK FREE. New one study Actual Prac- 
You can very soon 
Write quick for oy “new, illustrated book 
Write today. CAN 


Address 
COMMERCE ASSOCIATION, Dept. 28-D, 4043 Drexel Blvd., Chicago, Ill. 





LEAVE IT ALL TO US 











THE TRAFFIC WORLD 





CARLSON’S INDUSTRIAL 


Traffic Managers’ College 


Top Floor Tribune Bidg., New York, N. Y. 


ven by un rt Traffic Managers. 
Theory, actual use of wt 74 Cr - to Domestic, import and 
Export Shipping. TEXT M includes important changes | 
Rules and Regu ations, up oy phen in loose-leaf form 
Night Classes. Personal instructions b Mall. 
Prospectus Free. Correspondence Solicited. 


Practical Instructions 


Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc. 


EXPORT SPECIALISTS 


THROUGH RATES 


MARINE INSURANCE 


WAR RISK 
COLLECTIONS 


CONSULAR ARRANGEMENTS 


RAIL and OCEAN 


eon RA Covering Shipments by 
to All Parts of the World 


JUDSON FREIGHT FORWARDING CO. 


Home Offices: CHICAGO NEW YORK BOSTON PHI 
8s LOUIS NEW LOS AN 
Foreign Agencies in All Principal Cities and Ports in Europe 


ELP 
ANGELES 


BALTIMORE DETROIT PITTSBURGE 
Ss FRANCISCO SEATTLE 
a aoe. Australasia, China, Japan, South America, 


Philippine tsi Islands, 





Carry a Stock Near Your Trade 
INSURE PROMPT DELIVERIES 


350,000 square feet of the most modern 
warehouse space. 

Insurance rates as low as 15c. 

Negotiable receipts issued. 


Carload shipments made on telegraphic 
orders. Empty cars always available. 
L. C. L. Shipments made to all trunk lines 
without expense of cartage. 


Take Advantage of the Rates in Transit 


Chicago Storage & Transfer Co. 


CINCINNATI, OHIO 
J. C. BUCKLES TRANSFER COMPANY 


67 Plum Street 


FREIGHT FORWARDING AND TRANSFER AGENTS 


If you cannot ship on account of embargoes, send us your shipments in 
carlots and we can re-ship from Cincinnati 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 
Teaming of Every Description—City Delivery Service and Carioad 
Distributors 


PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


Established in 18 
General Transfer and } nl Business 
Special attention given merchandise stock and storage accounts, 
carloads for distribution. Less carloads for city delivery, reship- 
ment and reforwarding by express or parcel post. 
No switching charge on carload shipments. 





HANNIBAL, MISSOURI 


Stillwell Cold Sterage Co. 
STORING — FORWARDING — DISTRIBUTING 


from cold or common storage 
Shipping Facilities Unsurpassed 








5821 West 65th Street 
CHICAGO, ILL. 


SEATTLE TRANSFER CO. 


123 Jackson St. Seattle, Wash. 


Quick Distribution of all Pool Cars 
100,000 sq. ft. of warehouse space 
Warehouse-men and forwarders. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carload Distribution 
Excellent facilities for reshipping without cartage. Insurance rate 
12 cents. Members of American Warehousemen’s Association ané 
American Chain of Warehouses. 

Write for particulars. 


B. R. & P. WAREHOUSE, Inc. KING AND MAPLE 8TS. 


EL PASO, TEXAS 


THE GATEWAY TO MEXICO 
STORAGE 


INTERNATIONAL WAREHOUSE CO., Inc. 
200,000 Sq. Ft. Floor Space. Fireproof Construction. $200,000 Capital 
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September 16—Chicago, Ill.—Examiner Gerry: 
11561—Swift & Co. vs. Mo. Pac. et al. 
September 16—Monroe, Mich.—Examiner Barclay: 
11586—Amendt Milling Co. vs. N. Y. C. et al. 
September 16—New York, N. Y.—Examiner McQuillan: 
* 11592—W. R. Grace & Co. vs. Director General, as agent, the Great 
Northern Ry. et al. 
* 11585—Harper, Marshall & Thompson Co., Inc., vs. Director Gen- 
eral, as agent. 
September 16—St. Louis, Mo.—Examiner Archer: 
11619—Acme Cement Plaster Co. vs. St. Louis-San Francisco and 
Director General. 
11621—Same vs. Pere Marquette et al. 
11621, Sub. No. 1—Same vs. Same. 
September 16—Washington, D. C.—Examiner Gartner: 
* 11194—The Atlas Portland Cement Co. vs. Director General, as 
agent, Chicago, Burlington & Quincy. 
September 17—Spokane, Wash.—Examiner Woodrow: 
11597—F.. R. Woodbury Lumber Co. vs. D. & R. G. et al. 
11601—Potlatch Lumber Co. vs. C. M. & St. P. et al. 
11602—John Massar Lumber Co. vs. D. & R. G. et al. 
September 17—New Orleans, La.—Examiner Heid: 
11379—Penick & Ford, Ltd., vs. Director General. 
11462—Liberty Oil Co., Ltd., vs. Director General. 
September 17—Birmingham, Ala.—Examiner J. E. Smith: 
11637—Little Cahaba Coal Co. vs. Director General. 
11638—Same vs. Birmingham Southern et al. 
September 17—Jackson, Mich.—Examiner Barclay: 
11209—Peerless Portland Cement Co. vs. Mich. Cent. and Director 
General. 
September 17—Chicago, Ill.—Examiner Gerry: 
11640—Swift & Co. vs. Director General. 
September 17—Providence, R. I.—Examiner Mullen: 
* 11565—Providence Fruit and Produce Exchange et al. vs. Director 
General, 
* 11565, Sub. No. 1—W. H. Blodgett & Co. vs. Director General. 
September 17—New York, N. Y.—Examiner McQuillan: 
* 11594—National Asbestos Mfg. Co. vs. Director General, as agent, 
the Central R. R. of N. J. 
* 11606—John E. Murray vs. Director General, as agent. 
September 17—Washington, D. C.—Examiner Gartner: 
* 11413—The Atlas Portland Cement Co. vs. Grand Trunk Ry. of Can- 
ada, Director General, as agent, et al. 
September 17—St. Louis, Mo.—Examiner Archer: 
* 11489—Columbia Quarry Co. vs. Director General, as agent, East St. 
Louis, Columbia & Waterloo. 
September 17—St. Louis, Mo.—Examiner Archer: 
* 11564—The Laclede Steel Co. vs. Director General, as agent, Chicago 
& Alton et al. 
September 18—Spokane, Wash.—Examiner Woodrow: 
11600—Gallatin Lumber Co. vs. C. B. & Q. et al. 
11603—Tum-A-Lum Lumber Co. vs. Can. Pac. et al. 
11609—Edwards & Bradford Lumber Co. vs. D. & R. G. et al. 
September 18—Birmingham, Ala.—Examiner J. E. Smith: 
11097—Gulf States Steel Co. et al. vs. L. & N. et al. 
11097, Sub. No. 1—Republic Iron and Steel Co. vs. L. & N. et al. 


September 18—St. Louis, Mo.—Examiner Disque: 
11631—Merchants’ Exchange of St. Louis, Mo., vs. B. & O. et al. 
September 18—Chicago, Ill.—Examiner Gerry: 
11522—Swift & Co. vs. C. R. I. & P. et al. 
11589—Morris & Co. vs. A. T. & S. F. et al. 
September 18—Saginaw, Mich.—Examiner Barclay: 
11556—Saginaw Specialty Co. vs. Ala., Tenn. & Nor. et al. 
September 18—Detroit, Mich.—Examiner Jewell: 
11408—J. B. Ford Co. vs. Mich. Cent. et al. 
11427—Michigan Building Supply Co. vs. Grand Trunk Ry. Co. of 
Canada et al. 
September 18—Boston, Mass.—Examiner Mullen: 
* 11341—Eastern Tale Co. et al. vs. Director General, Grand Trunk 
Ry. of Canada et al. 
* 11280—Ludlow Mfg. Assn. vs. Director General, Boston & Albany. 
September 18—New York, N. Y.—Examiner McQuillan: 
* 11625—Sheffield k'arms Co., Inc., vs. Director General, as agent. 
September 18—Grand Rapids, Mich.—Examiner Beach: 
* 10614—Grand Rapids Plaster Co. vs. Director General, as agent, Ann 
Arbor et al. 
September 20—Beaumont, Tex.—Examiner Heid: - 
11553—Beaumont Chamber of Commerce vs. Beaumont, Sour Lake 
& Western et al. 
11574—Same vs. Gulf, Colorado & Santa Fe and Director General. 


September 20—St. Louis, Mo.—Examiner Disque: 
11639—Gillespie Coal Co. vs. A. T. & S. F. et al. 


September 20—Chicago, Ill—Examiner Beach: 
11580—The Kanotex Refining Co. et al. vs. C. R. I. & P. et al. 
* 11370—Universal Petroleum Co. vs. Tex. & Pac. et al. 
11436—Rowland-Power Consolidated Collieries Co. et al. vs. C. I. & 
L. and Director General. 
September 20—Washington, D. C.—Commissioner Woolley: 
844—In the matter of bills of lading (export bill of lading.) 
(To be heard also at such other times and places as may here- 
after be designated). 


September 20—Grand Rapids, Mich.—Examiner Barclay: 
11263—Consumers Ice Co. et al. vs. Pere Marq. and Director General. 


September 20—Detroit, Mich.—Examiner Jewell: 
11590—Detroit Produce Assn. vs. Mich. Cent. and Director General. 
11445—Berry Bros., Inc., vs. C. & N. W. et al. 

September 20—New York, N. Y.—Examiner McQuillan: 

* 11632—The Southern Cotton Oil Co. vs. Director General, Louisville 
& Nashville et al. 

* 11635—United Paperboard Co., Inec., vs. Morristown & Erie R. R., 
Director General et al. . 

September 20—Washington, D. C.—Examiner Mullen: 

* 11109—Boston Wool Trade Assn. vs. Director General, as agent, Bos- 
ton & Albany et al. Such fourth section departures as may exist 
in the adjustment of rates will be considered by the Commission 
in the disposal of this complaint. 

September 21—Beaumont, Tex.—Examiner Heid: 

11519—Standard Export Lumber Co., Ltd., vs.. Gulf, Colorado & 
Santa Fe et al. 














September 21—Chicago, Ill._—Examiner Beach: 
— Rock Products Traffic League of Chicago vs. C. B. & Q, 
et al. 
11477—Plat# & Brahm Coal Co. vs. Director General: 











September 21—St. Louis, Mo.—Examiner Disque: 


September 21—New York, N. Y.—Examiner McQuillan: 

* 11476—Prequest Co. vs. Director General, as agent. 

September 22—Kansas City, Mo.—Examiner Archer: 
11554—Foster Lumber Co. vs. Director General. 
11306—Peet Bros. Mfg. Co. vs. Ft. Smith & Western et al. 


September 22—Chicago, Ill—Examiner Beach: 
11534—Trans-Continental Freight Co. vs. Director General. 
11549—The Lowenthal Co. et al. vs. Ill. Cent. et al. 

*11581—The Lowenthal Co. et al. vs. Grand Trunk Western et al. 


September 22—St. Louis, Mo.—Examiner Disque: 

11481—The Certain-teed Products Corporation vs. A. T. & S. F. et al} 
September 22—South Bend, Ind.—Examiner Barclay: 

11346—Indiana Northern Ry. Co. vs. N. Y. C. et al. 


September 22—Kalamazoo, Mich.—Examiner Jewell: 
11546—D’Arcy Spring Co. vs. Mich. Cent. and Director General. 
11459—A. M. Todd Co. vs. Ann Arbor et al. 
er Denbleyker vs. Kalamazoo, Lake Shore & Chicago 
et al. 
September 22—Los Angeles, Cal.—Examiner Keene: 
11541—Arizona Corporation Commission et al. vs. Arizona Eastern 
et al. 
ee Fruit Growers’ Exchange et al. vs. A. T. & S. F, 
et al. 
11465, Sub. No. 1—Same vs. Same. 
11465, Sub. No. 2—Same vs. Same. 
11465, Sub. No. 3—Same vs. Same. 
September 22—Seattle, Wash.—Examiner Woodrow: 
11591—Alaska Junk Co. vs. C. M. & St. P. et al. 
11591, Sub. No. 1—Bellingham Junk Co. vs. Same. 
11591, Sub. No. 2—Northwestern Junk Co. vs. Great Northern and 
Director General. 
September 22—New York, N. Y.—Examiner McQuillan: 
* 11507—The Texas Co. vs. Director General, as agent. 
September 23—Tacoma, Wash.—Examiner Woodrow: 
11583—Hewitt-Lea Funck Co. vs. Oregon-Wash. R. R. & Nav. et al 
September 23—Kansas City, Mo.—Examiner Archer: 
2420—Louisiana Central Lumber Co. et al. vs. C. B. & Q. et al. 
11563—United Iron Works, Inc., vs. Director General. 
September 23—Nashville, Tenn.—Examiner J. E. Smith: 
11523—City of Clarksville, Tenn., et al. vs. L. & N. and Director 
General. 
September 23—Chicago, Ill.—Examiner Beach: 
11611—Mulkey Salt Co. vs. Wabash et al. 
11642—The Cudahy Packing Co. vs. Director General. 
11540—Armour & Co. vs. Director General. 
September 24—Houston, Tex.—Examiner Heid: 
11228—Kirby-Bonner Lumber Co. vs. Director General. 
11228, Sub. No. 1—Same vs. Same. 
11228, Sub. No. 2—Same vs. Texas City Terminal Co. and Directo 
General. : 
11228, Sub. No. 3—Same vs. Texas-Mexican and Director General, 
September 24—Nashville, Tenn.—Examiner J. E. Smith: 
11287—Traffic Bureau of Nashville et al. vs. Director General, as 
agent, Louisville & Nashville et al. 
11562—Walter Cain, special auditor of the State of Tennessee, vs. 
Same. eve . . . e 
11562, Sub. No. 1—Railroad and Public Utilities Commission of thy 
State of Tennessee vs. Director General, as agent. 
September 24—Chicago, IIl.—Examiner Beach: 
11633—Ridge Coal Mining Co. vs. Mo. Pac. et al. 
September 24—Bedford, Ind.—Examiner Barclay: 
11335—Ingalls Stone Co. vs. C. I. & L. et al. 
11423—Bedford Cut Stone Co. et al. vs. C. I. & L. et al. 
September 25—Portland, Ore.—Examiner Woodrow: : 
11313—The Grande Ronde Lumber Co. vs. Oregon-Washington Ik. R. 
& Nav. Co. and Director General. 
11417—Northwest Steel Co. and Portland Traffic and Transportation 
Assn. vs. Oregon-Washington R. R. & Nav. Co. et al. 
September 25—Omaha, Neb.—Examiner Archer: 
114148—Walrath & Sherwood Lumber Co. vs. Director General. 
September 25—Mason City, Ia.—Examiner Jewell: 
11578—Jacob E. Decker & Sons vs. M. & St. L. et al. 
September 27—Portland, Ore.—Examiner Woodrow: 
11573—Northern Grain and Warehouse Co. vs. Spokane, Portland & 
Seattle et al. 
11458—Ellison-White Chautauqua System vs. Arizona Eastern et al 
11491—L.. H. Miller vs. Nor. Pac. et al. 
September 27—Galveston, Tex.—Examiner Heid: 
11260—Freeport Sulphur Co. vs. Director General. 




















REDUCTION OF SUEZ CANAL TOLLS 


The Suez Canal Co. announces that after October 1, 1920, 
the tolls of the canal will be decreased by 0.25 franc. The 
new rates will be per ton: Loaded vessels, 8.25 francs; vessels 
in ballast, 5.75 francs. 


GEORGE A. HAMMA, LL.B. 
LAWYER 
COMMERCE COUNSELOR 


Loss, Damage and Overcharge Claim Ad- 
Juster. Freight Traffic Expert. 


interstate Commerce Cases a Specialty. 
1335-1336 Union Trust Bullding 


Phone Vain 2080. CINCINNATI, O. 


ARTHUR B. HAYES 
ATTORNEY AT LAW 
Colorado Buliding, Washington, D. C. 

artmen 


Former Member ef the Dep t of Justice as 
Selloiter ef Internal Revenue 


Interstate Commerce Litigation a 
Specialty 
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11636—St. Louis-San Francisco Ry. Co. vs. Northern Alabama et al. 
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DISTRICT FREIGHT AGENTS: 
E.L.MOUNTFORT  W. 0. LEWIS 


Chicago St. Louls 
W. H. ASKEW J. 0. GAITHER 
Memphis New Orleans 
D. H. MARSHALL J. O. GILL 
Meridian, Miss. Laurel, Miss. 
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KENBACH LINES 


Express Freight Service 
U. S. Mail Steamers 


Twin Screw American Steamers 














New York Rotterdam Amsterdam 






Philadelphia Rotterdam = Amsterdam 










New York 
Philadelphia  5an,Pedro, San Francisco 


‘ 





T. J. McGEOY 44 Whitehall Street 
General Western Freight Agent New York easel inisieens 


607 Marquette Bldg. 328 Chestnut Street San Francisco 
Chicago, IIl. Philadelphia 
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Freight Shipments by L 


HAT’S our business, Gentlemen, that and deczded savings of your 
= time and money. A package to a car load, foreign or domestic. Ten 
_| well equipped offices at convenient points. Twenty years plus of experi- 
| ence and also plus a reputation in the Export Field second to none—such 
the advantage afforded you by the up-to-date service of the 


"TRANS-CONTINENTAL FREIGHT COMPANY 


Export and Domestic Freight Forwarders 
CONSOLIDATORS 
Household Goods, Automobiles, Machinery, Pianos and General Merchandise 


General Offices: Chicago, 203 Dearborn Street 
Eastern Office: New York, Woolworth Building 
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Boston, Old South Building Cleveland, Hippodrome Building = 
Buffalo, Ellicott Square Los Angeles, Van Nuys Building _ = | 
Philadelphia, Drexel Building San Francisco, Monadnock Building = | 
Cincinnati, Union Trust Building Seattle, Alaska Building = 
Write the Nearest Office 2 | 
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